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THE POTTER PLAN 

Just a word more about the Potter plan before*the open- 
ing of the hearing at which it will be presented to the Com- 
mission as a solution of the western railroad revenue 
problem. 

The plan proposes a five per cent increase in western 
freight rates, to be pooled among roads earning a net of less 
than five and three-quarters per cent on their property in- 
vestment. The chief argument for it is that it would pro- 
vide for the western railroads the revenue they need at the 
least possible expense to the public and, from the point of 
view of expediency, would give them what they need with- 
out the opposition to be encountered by the method of 
increasing rates without pooling, which would give some 
toads more than they need without giving others as much as 
they need. The chief argument against it is that it is a 
paternalistic policy. 


We suggest that the plan be considered purely in the 
light of what it would accomplish without regard to pre- 
conceived notions of what is good or bad policy. This “un- 
alterably opposed” stuff gets us nowhere. Principles are all 
right, but they stand or fall by the test of accomplishment 
under them. For instance, we are opposed to government 
ownership or operation. Why? Not because there is any- 
thing inherently wrong about it, but because we believe it 
would not be and we know it has not been productive of 
satisfactory performance. Show us that government own- 
ership would be a sound solution of the transportation prob- 
lem and we would not hesitate to be for it, regardless of 
objections “on principle.” So with this Potter plan. We 
can see faults in it and, in any case, we should not be for 
it without some modifications. But we insist that it offers a 
basis for consideration and that it ought to be considered 
from the viewpoint of what it would do in a given situation 
and not cast aside because we are opposed to paternalistic 
Policies. We agree that paternalism is a thing to be avoided, 
in general, “on principle,” the principle being sound because 


experience has shown that paternalism is generally unsound. 
Therefore, anything approaching paternalism, like enforced 
consolidation or the pooling of revenue or traffic, ought to 
be scanned carefully before being adopted. We should say, 
at least, that anything like the Potter plan ought not to be 
enacted into law. But why, if agreement of the railroads to 
pool the proceeds of a freight. rate increase in such way as 
to accomplish the desired benefit to the roads that need help 
with the least possible burden on the public, will solve the 
problem presented by a given situation, should not the pro- 
posal that this be done be considered sympathetically ? 


THE HOCH-SMITH JOKE 
We are in receipt of the following letter from S. H. 
Cowan, of Fort Worth, Texas, attorney for the American 
National Live Stock Association : 


Your leading editorial entitled, “The Hoch-Smith Joke,” is 
just about the greatest joke—that is saying a lot—of any of the 
editorials you have written upon the subject. I read this through 
looking for the joke and I guess I am just about like the English- 
man who was interested in the cattle business in Montana whose 
partner came to London on a visit and the two rode horseback 
to the Englishman’s country estate. I finally find that you 
say you are getting a laugh out of the situation and attitude of these 
men which you are unable to take seriously, referring to the hegira 
to Chicago of these great railroad men and others referred to, 
drawing their salaries and coming from all points of the compass. 
You mention in the editorial that this resolution was passed because, 
in the last Congress, a group of demagogues, either ignorantly 
desirous of doing something for the farmer, or dishonestly pre- 
tending to have these desires, adopted it. Then you say that it was 
slipped over when nobody was looking or even awake, although 
the alarm clock had been ringing for sometime. Then, as was 
to be expected from poor human nature, after the resolution was 
adopted, most of those who ought to have opposed it took the 
position that it did not matter anyhow. Then you wind up by 
saying that their position was that the Commission must hold an 
investigation but could not do anything as a result of the investi- 
gation more than if there were no such resolution and you say, 
“perhaps the investigation will be a good thing anyhow. Hence 
we have the hegira to Chicago, to be followed by other pilgrimages 
to other places later where others will make known their wants.” 
That is what you seem to laugh about, and I suppose that is it, 
as you have one coming, 

Might you not bear in mind the fact that this resolution was 
passed in the Senate, that you are complaining about, to require the 
lowest possible rates on products of agriculture and live stock, 
some months before Congress adjourned; that it went to the House 
and the committee considering the Hoch resolution, put the two 
together and reported it, and it was passed by the House and 
returned to the Senate with the amendment and then went to the 
conference committee and was returned to the House and the 
Senate and passed by the House, but, on account of a filibuster 
of the last day of the session in the Senate it was not touched? 
It was then taken up after the Mussel Shoals controversy was 
over with in the Senate and passed in January, 1925. What was 
this hegira doing then? 

You now come to the point that the proposition is that the 
Commission is likely to do something serious if public opinion 
does not register itself in ridicule of the measure under which 
the investigation is being conducted. In other words, you would 
laugh the Commission out of considering it. 

Your effort to create a public opinion at this time is not con- 
fined to The Traffic World, exactly, but the moving spirit is the 
same. I am enclosing you a reply which I made to the Ft. Worth 
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Preferred movement given to Import, Export and Intercoastal traffic via Key West, Mobile, 
Gulfport and New Orleans. Exceptional facilities at Mobile for expeditious handling to and 
from all piers, wharves and vessels lying in mid-stream. 














Passing records and further information as to rating and routing via G. M. & N. and con- 
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september 5, 1925 


star Telegram’s editorial advising the Commission to treat the 
resolution as a joke. 


I have no idea that you will publish either this statement or 
that article but I will at least send it and if you do not publish it 
vou can at least return the same to me. ahs 
The point of the whole matter of your intense opposition to 
the Hoch-Smith resolution rests in the answer to these questions: 

. 4, Are you in favor of Congress giving preference to the 

ducts of agriculture and live stock? 
is 2, Is it not the fear for your clientele that if it is done such 
losses of revenue as may take place will be added to their traffic? 

Some things in this letter call for reply, though there 
would not be so many of them if Mr. Cowan’s eyes and 
brain had been working one hundred per cent when he read 
the editorial to which he refers. For instance, he quotes 
ys as saying that perhaps the investigation by the Com- 
mission under the Hoch-Smith resolution will be a good 
thing. We said no such thing. We were quoting those 
who, having fallen down in the matter of opposition to the 
resolution while it was pending in Congress, now seek to 
justify or excuse their neglect by saying that perhaps the 
investigation will be a good thing anyhow. It is they and 
not we who say that. 

Again, Mr. Cowan accuses us of trying to laugh the 
Commission out of taking the resolution seriously. We did 
say that the Commission would be more likely to do some- 
thing serious under the resolution if it was not made the 
subject of ridicule than if it were not taken seriously, but 
that was only incidental. Our point was that Congress, 
which adopted the Hoch-Smith resolution, ought to be 
worked on by ridicule so that it will be convinced that it 
has committed a folly and will be induced to repeal it. 
Surely that was plain enough. From the first we have 
insisted that the Commission, regardless of. the learned 
briefs filed with it, must accept what it understands to be 
the will of Congress in this matter and that the will of 
Congress seems to be that the Commission shall do what 
it can to reduce rates on agricultural commodities. We 
made the same point in the editorial referred to. Indeed 
about the only point of agreement, apparently, between Mr. 
Cowan and ourselves in this matter is as to the issue 
involved. He thinks the Commission is directed to do 
something for agriculture, and so do we. The difference 
is that he rejoices in it and we regret it. We know that 
at least some of the members of the Commission agree with 
us and with Mr. Cowan and, though we may hope that it 
will find some legal way of avoiding the difficulty presented, 
we have little expectation that it will. 

There was no occasion for Mr. Cowan to adopt the 
time-worn method of challenging the editor to publish what 
he sent, by stating that he had no idea it would be printed. 
That is “old stuff.” We are always willing to publish the 
views of our readers so long as they are expressed at rea- 
sonable length and are within the bounds of propriety. The 
only thing we have omitted from Mr. Cowan’s letter to us 
is a funny story, the omission of which does not affect his 
argument. We do not publish the letter he wrote to the 
Fort Worth Star Telegram for the reason that it is too long, 
that we do not feel obligated to print what somebody writes 
to some other publication, and that the letter deals with a 
newspaper editorial commenting on something printed in the 
Railway Age, not in our magazine. 

We may say, in passing, that we are, perhaps, just as 
familiar as is Mr. Cowan with the procedure in Congress 
that led to the adoption of the Hoch-Smith resolution. In 
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short,.it was adopted by regular routine methods. We have 
never denied it or concealed it. What is the purpose of 
Mr. Cowan’s question on this subject? Our point is simply 
that those who were or should have been opposed to the 
Hoch-Smith resolution slept quietly while it was being 
adopted. Mr. Cowan inquires: “What was the hegira doing 
then?” Giving due credit to him for this use of the word, 
“hegira,” that is our point exactly. 

Now, as to the two questions that Mr. Cowan asks 
us at the close of his letter. To the first, as to whether we 
are in favor of Congress giving preference to the products 
of agriculture and live stock, our answer is, of course, “no.” 
It ought to be unnecessary to ask us that question or for 
us to answer it. Our position has been clear and emphatic 
from the first. We are opposed, in general, to interference 
by Congress in rate-making, and we are opposed specifically 
to a policy of making preferential rates to favor a particular 
industry even if that industry is suffering from depression. 
We believe Mr. Cowan’s voice would be among the loudest 
raised in opposition to such a policy if the case were 
reversed and preferential rates were proposed by Congress 
to aid some other industry, live stock to bear part of the 
burden of furnishing the relief. It must be remembered, 
of course, that Mr. Cowan is the paid attorney for live 
stock interests and, naturally, wishes to do what he can for 
his clients. An attorney can always think and talk logically 
and forcefully the way he is paid to think and talk. 

As to the second question asked us by Mr. Cowan, 
we would answer it as frankly and fully if we understood 
it. It is not clear. If he means to ask if we oppose the 
Hoch-Smith resolution because we fear our subscribers may 
have to pay for the concessions that are made to agriculture, 
we answer that shippers of agricultural products are just 
as much our subscribers and patrons as are other shippers. 
Mr. Cowan himself seems to be one of them. We are not 
fighting any battle but that of fairness and sanity. If it 
was proposed, for instance, to put the iron and steel 
industry, or the canning industry, or any other industry, 
in a preferred class as to freight rates because it was 
in a depressed condition, we should be fighting just as 
we are now. There is no secret about our policy. We favor 
what we consider fair and sane legislative and regulatory 
policies; we oppose what we consider unfair and insane 
policies. The Hoch-Smith resolution we put in the latter 
class. Our judgment may sometimes be wrong as to what 
is fair or unfair, sane or insane, but our motives and pur- 
poses are always the same—and we have no shadow of 
doubt, in this case, as to the soundness of our judgment. 


BURGESS ON HOCH-SMITH 


Does the Hoch-Smith resolution empower and even require 
the Commission to adopt a new system of railroad regulation 
under which “the industrial geography of the United States is 
to be changed” and the Commission will be “the economic dic- 
tator of this country’s progress?” This question was raised in 
an address at Detroit, Aug. 31, by Kenneth F. Burgess, general 
solicitor of the Chicago, Burlington, and Quincy Railroad, before 
the section of public utility law of the American Bar Association. 
Mr. Burgess, who is one of the authors of a standard textbook 
on railway regulation, will be one of the principal counsel of 
the western roads in the rate structure investigation under the 
resolution he was discussing. 

He reviewed previous legislation and decisions of the courts 
in railroad and public utility cases to show that the tendency 
of regulation has been to base the rates of the railroads and 
public utilities on the cost incurred by them in rendering their 
various kinds of service, including a fair return on the value 
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of the property. He called attention to the fact that the Hoch- 
Smith resolution declares that “the true policy in rate making 
to be pursued by the Interstate Commerce Commission in adjust- 
ing freight rates is that the conditions which at any time prevail 
in our several industries should be considered insofar as it is 
legally possible to do so to the end that commodities may freely 
move,” and shall give due regard “to the general and comparative 
levels in market value of the various classes and kinds of 
commodities as indicated over a reasonable period of years.” 

“This joint resolution has been variously interpreted,” said 
he. “It has been described as ‘economic rate making.’ Under 
this view, it not only means that the Commission has been made 
the traffic manager of the railroads, but also that an agency has 
been set up as the economic dictator of this country’s progress. 
It is said by some students that the joint resolution contemplates 
such a relocation of industry throughout the United States as 
will best promote the national efficiency—that the relative pros- 
perity of different industries shall be weighed from time to time 
and the freight rate burden shifted from the less prosperous 
to the more prosperous—and that any adverse effect of the law 
of supply and demand on a particular industry shall be counter- 
balanced by reductions in freight rates. On the other hand, 
should some form of industrial enterprise be found by the Com- 
mission to be absorbing an undue portion of the national wealth, 
then it is to be curbed by increasing the freight rate burden 
which it bears. All this, it is said, the Commission should do 
in effectuating the will of Congress, subject only to the injunction 
that the gross proceeds of all these rates shall be sufficient to 
maintain an adequate system of transportation. 

“It is of interest here to know that the Commission, a week 
hence in Chicago, will open a series of hearings for the purpose 
of re-examining the rate structure of the country in conformity 
with the direction of Congress. The notice assigning this case 
for hearing expressly provides that, among the subjects with 
which the Commission will concern itself, are the relative price 
levels and economic conditions prevailing within the several 
industries whose products move in interstate commerce by 
railroad. 

“It is a curious anomaly that, in 1910, some of the western 
railroads themselves advanced this theory in justification of 
some increases in freight rates which they were seeking to 
secure. The railroads contended that the increase in the gen- 
eral level of commodity prices above the low point of 1896 had 
resulted in an increase in their cost of service which they could 
only meet through an increase in their rates, and also that the 
traffic of the country could well afford to pay such increased 
rates. But the shipping interests of the west appeared in oppo- 
sition to the proposition that rates should be made in relation 
to the value of the service to the shipper and the Commission 
disapproved of the principle. In an opinion by Commissioner 
Lane, the Commission said: 


Rates being made upon this theory, the function of the traffic 
manager is that of a statesman; he determines zones of production 
and consumption, the profits of the producer and the cost to the 
consumer; he makes his rates, if he so pleases, to offset and nullify 
the effect of import duties and determines the extent and character 
of our foreign markets. 

This necessarily gives to the carrier the right to measure the 
amount of profit which the shipper may make and fix its rate 
upon the traffic manager’s adjustment as to which profit he will 
be permitted. This theory entitles the railroad to enter the books 
of every enterprise which it serves and to raise or lower rates 
without respect to its own earnings, but solely with respect to the 
earnings of those whose traffic it carries. This is not regulation 
of the railroads by the nation, but regulation of the industries and 
commerce of the country by the railroads.” 


Mr. Burgess said that those who advocated the passage of 
the Hoch-Smith resolution undoubtedly sought legislative sanc- 
tion of a principle in rate making which the shipping interests 
fifteen years ago violently opposed and the application of which, 
by the Commission itself would be, not merely regulation of the 
rairoads, but “regulation of the industry and commerce of the 
country” by the Commission. 

“We have,” he said, “outlined a most difficult problem for 
regulatory authority to undertake to solve if, by the theory of 
rate making outlined in this resolution, it is intended to counter- 
act the influence of the law of supply and demand on the price 
of particular commodities. My mind turns to the statement of 
Rasselas, who, after there were explained to him all the qualifi- 
cations that went to the making of a philosopher, said: ‘Who, 
then, can be a philosopher?’ By the same token, if these are 
the rules by which the Commission is to be required to make 
freight and passenger rates, we may all say: ‘Who, then, could 
a member of the Commission?’ ” 


17000 AND EX PARTE 87 


R. N. Van Doren, chairman of the law committee represent- 
ing western carriers in connection with the hearings in 17000 
and Ex Parte 87, in his letter to Chairman Aitchison (see Traffic 
World, Aug. 29), outlining the carriers’ program for the pres- 
entation of evidence, said: 


As stated to you in conference on the 18th instant, the car- 
riers have adopted a program for presentation of evidence at the 
initial hearing in these matters commencing on September 8. 
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The first subject to be covered is that of “revenue nee 


carriers.” Mr. Wettling will be the witness. Mr. Wettling® - 
also present compiled statistical data called for in the Comm 
sion’s notice of hearing. Mis. 


_ The next order of proof will be testimony of railroad exe 
tives and president of American Railroad Association. This Cu. 
timony will relate to economies and efficiencies of operation: te 
general situation in western territory as to business activity. 
necessity of increased earnings to enable economical refundiy, 
operations, capital expenditures required, etc. ng 
The next order will be that of the rate plan to be 
by the traffic witneses. This will be in substantial accord wit, 
the public announcement submitted to you on the 13th instant 
and released to the public on the same day. . 
Next in order will be the testimony of economists 
with the agricultural industry and with general price le 
The last order will be presentation of evidence by individual 
carriers. We do not expect this to be very extensive, but a few 
railroads have requested opportunity to present briefly their ow, 
peculiar conditions. ; 
We are unable to determine with much accuracy the time tha 
will be consumed by the witnesses under each order of proof, anj 
we find it difficult therefore to literally comply with the last para. 
graph of the notice of hearing. However, the committee has given 
thought to the matter and believes that each topic will consume 
about two days; that is, the testimony of Mr. Wettling will occupy 
September 8 and 9; the testimony of the executives Septembe; 
10 and 11; the traffic witnesses September 12 and 14; the testimony 
of economists September 15 and 16; the individual railroad wit. 
nesses September 17 and 18. This is, of course, purely tentative 
and an approximation, and undoubtedly some topics will consume 
more time than stated and others may take less time. I trust 
however, that this information will be sufficient for your purposes. 


HOCH-SMITH RESOLUTION 


The executive committee of the National School Supply As. 
sociation, Chicago, has adopted the following: . 


Presented 


dealing 
vels, : 


The attention of the committee was brought to the Hoch. 
Smith resolution, which was introduced in the last Congress, and 
to the attempt of Congress to regulate and fix railroad rates, and 
the matter was discussed by those present. It was the opinion 
of all those present that rates should be scientifically adjusted 
after careful investigation of all the facts by the Interstate Com- 
merce Commission rather than by Congress. Upon motion and 
by unanimous vote the committee recommended a course which 
will not impair the fundamental principles of the interstate com- 
merce act with the idea of the maintenance of an adequate sys- 
tem of transportation and the adoption of fundamental standards 
in rate construction. 


EASTERN CLASS RATE HEARINGS 


The Commission has issued the following notice concerning 
the resumption of hearings in No. 15879, eastern class rate in- 
vestigation, at Boston and Chicago: 


This proceeding has been assigned for further hearing September 
14, 1925, at the Boston Chamber of Commerce, Boston, Mass., at 
10 o’clock a. m., daylight saving time, and September 21, 1925, at 
the Great Northern Hotel, Chicago, Ill., at 10 o’clock a. m., daylight 
saving time before Commissioner Eastman. The following general 
schedule may be deviated from as necessity requires but will be 
adhered to as closely as possible at the coming hearings: 

BOSTON 

September 14, New England Traffic League; Associated Indus- 
tries of Massachusetts. 

September 15, Maine Traffic Association. 


September 15-16, Manufacturers of paper in trunk line and New 
England territories. 


September 17-19, Miscellaneous. 
CHICAGO 


September 21-22, Central territory shippers’ committee. 

September 22-23, Illinois. 

September 24-25, Indiana. 

September 26-29, Ohio. 

September 29-30, Michigan. 

October 1, West Virginia, Kentucky. 

October 2-3, Wisconsin. 

October 5, Manufacturers of furniture. 

October 6, Rubber Association of America. 

October 7, Iowa. 

October 8, Miscellaneous. 

On July 17, 1925, the respondents in this proceeding filed with 
the commission a petition, praying for determination of certain issues 
prior to the making of a revenue test. At that time Commissioner 
Eastman suggested the advisability of deferring the revenue test 
until after issuance of the proposed report and stated that comments 
from shippers upon that suggestion and upon respondents’ petition 
would be received not later than September 1, 1925. That date has 
been extended to October 1, 1925. Comments should be made by 
letters, which may include any other matters connected with the 
revenue test in addition to those above referred to. 


ACQUISITION OF W. A. LINE 


The Pennsylvania has applied to the Commission for au- 
thority to acquire control of the Western Allegheny Railroad 
Company through purchase of 18,222 shares of capital stock of 
a par value of $911,100, 12,000 shares of a par value of $600,000 
having heretofore been purchased by the applicant. The Pent- 
sylvaniia said it proposed to pay par in cash for the stock. It 
said the purchase would be in the public interest in that the 
Western Allegheny would constitute a portion of a proposed 
through line of the applicant north of Pittsburgh and relieve 
that gateway, and thus expedite as well as increase the east- 
bound and westbound traffic over applicant’s line of railroad. 
The total mileage operated by the Western Allegheny is approx- 
imately 48 miles and extends from West Pittsburgh to Brady’s 
Bend, Pa. There is no direct connection at the present time 
between the two lines, but. the Pennsylvania said it proposed 
to construct such connection at a later date. 
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September 5, 1925 


Current Topics 


| in Washington | 
RSC SERIO 


Right Old Stuff, the Coal Strike.—In the last twenty-five 
years there have been seven strikes or suspensions of work in 
the anthracite coal region. Each one, memory says, was fol- 
jowed by an increase in the price to the user, generally greater, 
the public seemed to think, than the increase given the coal 
diggers. That is natural. The man who furnishes the capital 
naturally expects a larger number of cents every time he is 
forced to increase his investment. A strike means an increase 
in capital because the money spent in keeping the mines in 
working shape while they are idle must be charged to capital 
account, in part, at least. In theory, Washington should be 
shivering—not with cold, but with fear because it is more wedded 
to hard coal than New England. The retail coal dealers seem 
to have the capital market so organized that the so-called smoke- 
less coals of West Virginia cost just about the same, in the end, 
as hard coal. But neither official nor unofficial Washington is 
shivering. The fact appears to be that there is enough coal 
above ground in the anthracite region to last until December 15. 
Thus far, the hard coal miners have not indicated any intention 
of trying to shut off the supply now in sight. On the contrary 
there appears to be an understanding that, when the public has 
pought the coal now in storage, mining will be resumed. Robert 
T, Small, a newspaper correspondent, writing from the strike 
field, reports the utmost good feeling between the operators and 
the diggers. The latter, as he views the matter, are holiday- 
making, counting on the pinch of winter to play into their hands, 
the assumption being that the public will buy, regardless of 
price, as the love of luxury is strong and hard coal is regarded 
as a luxury. The Commission has not been called on to consider 
any plans for meeting any kind of situation growing out of the 
suspension of work. All freight has been moving so smoothly 
and in such volume in the last three years, that, barring a rail- 
road strike, there is no reason to expect difficulty about trans- 
portation. The Commission made provision, in its orders in the 
recently decided so-called hard coal investigation, for supplying 
New England with smokeless coals from West Virginia—if New 
England could be induced to use them. Some of the hard coal 
roads may be hit by the suspension, if it lasts so long that the 
country will have to turn to soft coal, because not all of them will 
participate in hauls of soft coal into that part of the country. If 
New England takes to soft coal with any degree of enthusiasm, 
there may be some ground for some of the gloomy views attributed 
to some hard coal operators. In only one of the seven strikes 
in the last twenty-five years was the eastern public seriously 
inconvenienced by the suspension of work in the hard coal fields. 
That was in 1902. There are some who believe that, if Theodore 
Roosevelt had not intervened in that strike, the strikers would 
not have been able to make so successful a hold-up. But he 
“butted in,” as those who disagreed with him phrased the matter. 
The result was that some who had never before used soft coal 
undertook to use it—with dismay, when they found it all running 
together into one lump—until they found that, by breaking up 
that lump, they obtained a hot coke fire. About the only soft 
coal then available in Washington was the high volatile coking 
coal of George’s Creek, Md. But it went only to $5 or $6 a ton, 
with an occagional greedy retailer trying to obtain the “uncon- 
scionable” price of $8 a ton. The one who, any time since the 
world war, has obtained soft coal in Washington for as low as 
$8 a ton, for domestic use, has been favored of the Gods, even 
when the coal was selling at the mines for less than $2 a ton. 
In the anthracite regions, according to Mr. Small’s view there 
is no appreciable consciousness that fighting on Flanders fields 
has been over for more than six years; hence, an upward jump 
of the prices of hard coal is expected. But for the suspension 
now, on account of a failure to agree on wages and working 
conditions, it is believed by well informed men that the hard 
coal mines would have had to close on account of overproduction. 


Passing of Henry Jones Ford.—The death of Henry Jones 
Ford, the one man within the memory of men familiar with the 
work of the Commission whose nomination to the Commission 
was never confirmed, serves to call attention to the fact that it 
takes only a few years for the public to forget all about a fight. 
Just why he was not confirmed not one man in a score who 
works for or with the Commission can call to mind. The fact 
is that there never was a definite reason assigned for the oppo- 
sition to him other than the fact that the Democratic senators, 
in 1913, held up nominations made by President Taft so as to 
allow the vacancies to be filled by President Wilson. When the 
fortunes of politics put the Democrats into the minority, the 
Republicans retaliated and Ford was one of the victims. When 
he came into office there was askance—looking at him because 
some thought that, on account of the quasi-judicial duties per- 
formed by the commissioners, no man should sit on the Com- 
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mission’s bench until he was confirmed. There was talk of 
court proceedings over cases in which he voted, but nothing 
came of the talk. When he did not receive a further appoint- 
ment his recess appointment term came to an end, Congress 
appropriated salary for the time he had served and the incident 
was closed. 

Commissioner Haney Makes Talk.—Whenever a man who 
has been appointed by the President, “with the advice and con- 
sent of the Senate,” decides that he will not quit office when 
he has been requested to resign, he raises the old question of 
whether the President has a right to dismiss an appointee of 
that sort. Shipping Board Commissioner Haney, who refused 
to resign because he denied the premise on which the President 
based his request, is not now in office with the advice and 
consent of the Senate, yet his refusal has created the usual talk. 
He is serving, by reason of a recess appointment, in an office 
created by a statute requiring advice and consent for its filling. 
One of the arguments of those who contend that an “advice 
and consent” appointee cannot be removed without advice and 
consent is that, if a recess appointee to such an office is not 
subject to the rule, then a president can always avoid asking 
for advice and consent by giving recess appointments. There 
are thousands of pages of printed matter on the subject in the 
law books, briefs, and discussions. Anyone desiring light on 
the subject can obtain just about what he wants to find by 
going to them. Broadly speaking, however, it is impossible to 
defeat the President of the United States in a contest of that 
kind. An Oregon postmaster who was dismissed from office 
without the consent of the Senate is trying to recover his salary. 
No two cases are exactly alike, hence the addition of more 
pages in the law books on that subject every now and then. 
Andrew Johnson and Congress had a merry fight over the matter 
sixty odd years ago. The story is interesting reading but it 
gets one no where. One thought among those who love the 
American plan of government and hold the “responsible” form 
in low esteem, is that, if and when the idea that the President 
cannot dismiss a man from office because the law of the land; then 
the American form will die and the “responsible” form will come 
in, and Congress, like the English House of Commons and the 
French Chamber of Deputies, will become the ruler of the land 
in the three branches, each of which is dependent of the others, 
in the American form, each subject to the highest law, the 
written Constitution, made in the most solemn manner—by the 
states called into convention for that purpose, and not merely 
by a Congress. If the Senate can compel a President to keep 
a man in office, then, in the course of time, the Senate will be 
the master, just as the English House of Commons has become 
the ruling body of the British empire. 


Don’t Be a Piker; Use Tens, Not Ones.—‘“The public is using 
one dollar bills where it should use twos, fives, and tens,” says 
a press statement issued by the United States Bureau of Effi- 
ciency. Without doubt, the declaration will find hearty responses 
in the hearts of many. It would be a pleasure to use a ten 
dollar bill where now it is only possible to use a one. Yet 
inflation has its disadvantages, as has been discovered by 
Germans and other continental Europeans who had their savings 
in bonds and life insurance policies. A business publication, 
describing some of the things that happened in Germany while 
the mark was diving, told about a man who had paid out the 
equivalent of $3,000 gold for a tontine or endowment life insur- 
ance policy for 20,000 marks, equal in pre-war days to about 
$5,000. When it came due, the insurance company sent the 
amount in a check enclosed in an envelope bearing 26,000,000 
marks in stamps. Of course, what the bureau of efficiency is 
driving at is that the American people are paying too many debts 
of $20 or more with dollar bills instead of using twos, fives, 
or tens. It says the use of one dollar bills, for such purposes, 
requires the banks to handle too large a bulk of bills. One 
newspaper is trying to bring two dollar bills in popular favor 
by paying -prizes running up to $25 for the holders of two dollar 
bills of designated numbers obtained in the ordinary course of 
business. One result of that campaign is to cause a stoppage 
of the circulation of two dollar bills until after the announce- 
ment of the lucky numbers. 








Federal Aid in Road-Building.—At present, the federal gov- 
ernment is cooperating with states in the improvement of 177,- 
000 miles of inter-connected highways. Federal aid for good 
roads has been going on since 1916. Just how many miles of 
cooperatively constructed highways there are is not disclosed 
in a speech made by Secretary Jardine to the delegates from the 
United States now en route to attend the Pan American Council 
of Highways to meet in Buenos Aires next month. He told only 
the total number of miles of roads on which work is now going 
on. According to Mr. Jardine, communication is the great equal- 
izer, destroying animosities, aiding understanding, promoting the 
accord of nations and contributing to the happiness and pros- 
perity of all who enjoy its unrestricted benefits. In the motor 
vehicle and improved highway, as he views the matter, there 
is promise of substantial betterment of communication and 
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transportation everywhere. It is Mr. Jardine’s thought that, if 
the Department of Agriculture has gathered any material that 
will be of benefit to Latin-American countries desiring to im- 
prove their highways, it will be the pleasure of this government 
freely to give all the information in the possession of the Depart- 
ment of Agriculture and of the states so that the other American 
republics will have the benefit of our experience, without their 


incurring the cost of the experimental work carried on in this 
country. 


Hoch-Smith Rail Birds.—At this time the indications are that 
the hearings at Chicago, on No. 17,000, the Hoch-Smith inquiry, 
will attract a large gathering of rail-birds. Every man who 
has ever bet six dollars of hard-earned money at a race track 
knows what a rail-bird is. The sort that will attend the hearings 
at Chicago will attend them for the same reason that the rail- 
birds gather at the track. They will be there to see what is 
going on; to appraise the things said by those willing to perform 
in No. 17,000. Every kind of business will be represented, not 
because it wants to incur the expense, but because it does not 
want to be taken by surprise if anyone has anything definite 
to propose in the way of revision of the rate structure. Few, 
if any, of those expecting to stand up when the presiding commis- 
sioner enters the hearing room, September 8, expect to hear any- 
thing worth getting excited about. Yet, every man there will 
remember that even a blind pig occasionally digs up an acorn. 
They want to be present when the digging up takes place, see 
how it is done, and what harm it will cause to some particular 
industry or industries. After about three days of listening, most 
of them expect to strap up the old suit case and go back home 
to tell the boss there is nothing to become excited about. Should, 
however, anything of a contrary character be developed, the 


three-day fellows will probably become regular boarders while 
the hearings last. A. E. H. 


RAILROAD CONSOLIDATION TALK 


The Trafic World Washington Bureau 


Revival of railroad consolidation talk at Swampscott in 
connection with the call at the Summer White House made by 
Senator Watson, of Indiana, chairman of the interstate com- 
merce committee, mystified those in the Commission having 
much to do with the unification of railroads, but nothing with 
practical politics. Senator Watson went to Swampscott on in- 
vitation from the President. After he had talked with the 
President the Indiana senator made known that the administra- 
tion, at the next session of Congress, would seek legislation to 
compel consolidation. The implication was that the Indiana 
senator had been asked to come to Swampscott to talk about 
legislation of that kind. The senator, however, did not say that 
he had been summoned to talk about consolidation legislation, 
primarily or exclusively, although a casual reader of the dis- 
patches from the summer White House might infer that that 
was the fact. 

Inasmuch as a spokesman for the President, on August 4, 
made it plain that railroad consolidation lay close to the heart 
of Mr. Coolidge, and inasmuch as he had advocated consolidation 
legislation in his message to Congress last year, the necessity 
for a talk on the subject between the President and the Indiana 
senator on September 2 did not appear obvious to those having 
much to do with consolidation and but little with practical poli- 
tics. Necessity for it was suggested only by the fact that Sen- 
ator Watson, some time after the statement from Swampscott 
on August 4, said he thought there would be attempts at railroad 
legislation at the coming session without much probability of 
any of it passing. It was suggested that possibly Mr. Coolidge 
had called Mr. Watson to Swampscott to point out to him that 
talk of that kind was not good politics and that if he wanted to 
make his way back into the Senate with comparative ease, it 
would be well for him to talk consolidation and make his con- 
te believe he was doing everything possible to bring it 
about. 

Senator Cummins, of Iowa, father of consolidation legisla- 
tion, is a candidate for re-election. He must go into the Iowa 
primaries next year. Senator Watson is in the same position 
in Indiana. 

Regardless of what may be the fact, the part of the country 
west of the Alleghany Mountains, particularly the farmer part 
of it, seems to believe it is being hurt by high freight rates. It 
further believes consolidation would lighten the burden of trans- 
portation. Financiers who expected to make a profit in selling 
securities, in making a market for their wares, have always 
emphasized the allegation that consolidation, not merely of rail- 
roads, but of almost anything, would bring about great economies 
and warrant the issuance of a new block of securities in excess 
of the securities of the concerns to be consolidated. 

That idea of a consolidation causing great economies has 
been “sold” to the ordinary man, of whom the farmer is one. 
President Coolidge is sold on that idea. From the financier’s 
point of view the economy-by-consolidation idea was all right, 
that is to say, the economy that can be achieved in uniting 
properties worth, say, $20,000,000, is enough to pay the charges 
on, perhaps, $2,500,000 worth of additional securities. Two mil- 
lion dollars would be a good fee for the financiers, leaving half 
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a million for expenses. Therefore, consolidation was a go 
thing for the financiers, and probably for the stockholders. Th, 
public, however, obtained little direct benefit, if any. 

No man interested in railroads has ever seriously contendeq 
that consolidation would enable the consolidated systems ma. 
terially, if at all, to lower rates. But the public, to a consig. 
erable extent, has obtained the idea that consolidation wou 
bring about economies that could be reflected in rate reductions, 
Well informed men have believed that, in many instances, cop. 
solidation of two railroads would be of benefit both in cutting 
down expenses incident to keen competition and. the duplication 
of a few facilities, but, seldom, if ever, of such a big benefit 
as to be passed on to the public. 

Senator Cummins has an unusual, and, it is suspected, em. 
barrassing situation on his hands in that Senator Brookhart’s 
seat is being contested by Mr. Steck, his Democratic opponent, 
for whom thousands of Republicans voted, seemingly because 
they thought Steck a better Republican than Brookhart. The 
count of votes by the Senate committee that is handling the 
contest gives Steck a margin over Brookhart. The feeling 
among Republicans in Iowa against Brookhart seems to be go 
bitter that one of the common thoughts in politics has been that 
the Republicans in the Senate would be warranted in joining 
the Democrats to unseat Brookhart. 

But if Brookhart were unseated at the coming session of 
the Senate it is believed he would enter the Republican primary 
for the Cummins seat next summer. Inasmuch as Brookhart 
obtained the nomination two years ago by a wide margin, it is 
suspected Cummins would have a hard fight if not a positively 
losing one, in such a situation. 

Inasmuch as President Coolidge, believed to be a candidate 
for the nomination in 1928, has talked much, relatively speaking, 
about relief for the farmer and inasmuch as the ideal is that rail- 
road consolidation would bring about reduced rates, it is sug- 
gested that this renewal of railroad consolidation talk at 
Swampscott is sicklied over with the pale cast of politics more 
than it was when it was started a month ago. Cummins and 
Watson need the votes of those sold on the proposition that 
consolidation is almost, if not altogether, a panacea for the ills 
that afflict the farming element. Consolidation, it is further 
believed, has a pleasant sound in the ears of the railroad union 
members. Practically all of them know that their increase in 
wages, 119.19 per cent over pre-war, is a greater increase than 
has taken place in the earnings of the farmers and other ele- 
ments of the population, many of which have been deflated, while 
railroad labor has lost but little since the end of the war. If 
the railroad laborer can be made to believe that retention of 
all he gained in the war period depends on making other ele- 
ments of the population believe that consolidation will result in 
economies large enough to be translated into rate reductions, 
he can be persuaded to “go along” with the candidates for office 
who advocate consolidation. The so-called progressive element 
has not favored consolidation of railroads or anything else, but 
if the farmer and the railroad laborer can be made to believe 
it a life saver, the men who want to come back to the Senate 
next year “should worry.” Such a degree of consolidation as 
would show that it was not a panacea may not be expected in 
the period of their political lives, hence there is no possibility 
of a campaign based on the consolidation platform turning about 
and biting them in their political jugulars. 

It may be, as suggested or implied, that Senator Watson 
went to Swampscott, primarily, to talk with the President about 
legislation for the consolidation of railroads, but there is a 
suspicion that the political situation, as affecting Senators Cum- 
mins and Watson, particularly the former, was more important 
in the talk than consolidation. Indiana men suggest that Wat- 
son can draw support to himself in the primaries next year by 
appearing to be a man of consequence at the White House and 
that if the President was anxious to talk only about consolida- 
tion, it was no trouble for Watson to play up to such a lead, 
even if, only a few weeks ago, he was of the opinion that while 
there would be considerable talk about railroad legislation at 
the coming session, not much legislation might be expected. 

A note of the fantastic, not to say utterly ridiculous, ap- 
peared in the talk from Swampscott after the Watson visit. 
One correspondent solemnly asserted that “the railway systems 
of the nation must get ready to meet aerial competition or g0 
out of business. They can do so if they will eliminate the weaker 
element which takes toll of the people at large. Whether they 
will do so will depend upon action in the next five years. Con- 
solidation is the remedy. It has not been taken advantage of 
voluntarily. It must be ifthe country is to retain its efficiency. 
The proposals above received complete indorsement here today 
from the President of the United States and United States 
Senator James Watson, chairman of the interstate commerce 
committee.” 

An airplane able to carry two or three tons of freight uses 
about five barrels of gasoline an hour, or about $40 worth of 
gasoline to carry three tons approximately 100 miles. How 
much competition such a machine could offer to L. F. Loree’s 
high-pressure locomotive, it is believed, the youngest rate clerk 
in the smallest railroad office in the country could figure out 
in less than one minute. But the Swampscott gossips put forth 
the idea in support of the consolidation propaganda. 
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Decisions of Interstate Commerce Commission 





WATER SERVICE APPROVED 


An application of the Southern Pacific Company and the 
Albion Lumber Company, under section 5 of the interstate com- 
merce act as amended by section 11 of the Panama Canal act, 
for authority for the operation of lumber steamers by the Albion 
Lumber Company between Albion, Calif., and Pacific coast ports 
south of San Francisco, has been granted by the Commission 
in a mimeographed report in No. 16239, on a finding that, so 
jong as the lumber company’s rail line between Albion and 
Christine, Calif., is not extended to connect with a main line 
of railway, the Southern Pacific does not and cannot compete 
in the transportation of lumber with steamers operated between 
the port of Albion and ports in California south of San Francisco 
and on the west coast of Mexico, and that the ownership and 
operation of steamers by the Southern Pacific through the lum- 
ber company for the transportation of lumber from and to the 
ports indicated, is not and will not be in violation of the law. 

The situation presented by the application was outlined as 
follows by the Commission: 


The Southern Pacific Company operates a system of railways 
with certain lines in the state of California which extend from 
San Francisco to the ports of Santa Cruz, Port San Louis, Santa 
Barbara, Ventura, and San Pedro, and other ports in California 
south of San Francisco. The Southern Pacific Railroad Company 
of Mexico, a part of the same system, serves ports on the west 
coast of Mexico. It is to these ports and to San Diego, Calif.,- 
which is served by the Atchison, Topeka & Santa Fe Railway, and 
San Diego & Arizona, that the lumber company wishes to operate 
steamers. 

The Southern Pacific is the owner of all the $300,000 capital 
stock of the lumber company, except four shares necessary for 
qualifying directors. The lumber company is engaged in the manu- 
facture of lumber at Albion, a point on the coast of California 
north of San Francisco. There is no rail road connection between 
Albion and the Southern Pacific or any other main or trunk line 
railway. The lumber company operates a railway extending 26 
miles from Albion to Christine, Calif., under a long-term lease 
from the Northwestern Pacific. This line is not connected with any 
main or trunk line. 

In S. P. Co. Ownership of Schooner Pasadena, 33 I. C. C. 476, 
we found that so long as the rail line between Albion and Cris- 
tine was not extended so as to connect with a main line that 
the Southern Pacific did not and could not compete with the Pasa- 
dent operating between Albion and San Francisco, and that the 
cintinued operation of that steamer by the lumber company between 
those points would not be in violation of section 5 of the interstate 
commerce act, as amended by the Panama Canal act. 


The Commission said that 97 per cent of all tonnage passing 
through the port of Albion represented commodities transported 
for the lumber company, and that for nearly three years no ship 
had called at that port to Ioad or discharge lumber or other 
merchandise excepting for the lumber company. The lumber 
company owns 74,757 acres of land tributary to Albion, on which 
there is standing timber stfficient to supply 50 million board 
feet of logs a year for the next 20 to 25 years, according to the 
report. At the termination of that period a growing crop of 
timber will be ready for harvest and under the existing forest 
management it is estimated that there will be a perpetual yield 
averaging approximately 50 million board feet of logs a year. 

The report said that the lumber company’s accounts indi- 
cated that through the operation of the Pasadena between Albion 
and San Francisco it was able to save about $1.54 per 1,000 
board feet as compared with the cost of such service at the 
prevailing rates charged by other water carriers. The lumber 
company estimated that, with modern steamers owned and oper- 
ated by it and used for the transportation of its products to 
Pacific coast ports, it could save about $1.95 per 1,000 board feet 
as compared with the cost of such transportation at the pre- 
vailing rates charged by other available water carriers. It esti- 
mated that it could transport lumber at a gross cost of $2.50 
per 1,000 board feet, including all fixed and operating expenses 
of the ship from Albion to San Francisco, and to ports of south- 
ern California at a gross cost of $3.50 per 1,000 board feet. It 
said it could not profitably transport its product to San Francisco 
and reship by rail to points in southern California in competition 
with other redwood lumber producers who owned or controlled 
ships. Continuing, the report said: 


Lumber producers generally regard the transportation of lum- 
ber by water as more satisfactory than by rail as there is more 
certainty of the time of arrival and better control of shipments. 
There is also less damage, less shortage, and the lumber is more 
rapidly and economically handled from yard to ship than to a car. 
The large quantities of lumber which can be moved at one time by 
a ship reduces the expense of handling. . 


At present the lumber company markets its product in south- 
ern California by hiring cargo space in outside steamers avd if 
it were not permitted to transport the lumber from Albion to such 
ports either by its own vessels or through chartered vessels it “sould 
move no lumber to southern California in competition with other 
redwood lumber producers and the same situation is true with 
respect to lumber shipments to the west coast of Mexico. 

A witness for the Southern Pacific testified that there is no 


competition in the transportation of lumber from Albion to south- 
ern California ports and to Mexican ports by water on the one 
hand and by water to San Francisco and rail beyond on the other 
hand. The rail charges per 1,000 board feet from San Francisco to 
various ports in southern California vary from $4.225 to Monterey, 
Calif., to $11.91 to San Diego on green lumber, and from $2.85 to 
Monterey to $7.975 to San Diego on dry lumber. This does not 
include any charge for handling the shipments at San Francisco, 
which is about $1 per 1,000 board feet. 

If the lumber company’s application is granted it will purchase 
modern ships with the most efficient lumber handling devices and 
possibly pending the time when such ships can be acquired, it 
may take over some old ships in which it now hires cargo space. 
It expects to use such vessels exclusively in its lumber business 
as a private carrier of its products and necessary materials and..sup- 
plies. The normal requirements of the lumber company in addi- 
tion to the steamer Pasadena which it now operates are for a 
steamer or steamers with a carrying capacity from 750,000 to 1,000,- 
000 board feet. 

From the evidence it appears that the Southern Pacific handles 
practically none of the lumber originating at Albion to ports south 
of San Francisco and that if the lumber company did not ship its 
product by water from Albion to such ports the business would be 
diverted to competitors who operate their own steamers. 


RATES ON CANNED GOODS 


Proposed increased rates on canned goods from group J 
points in Colorado, New Mexico, Texas and Wyoming to Arizona, 
California and New Mexico, found justified by the Commission 
in a mimeographed report by Division 3 in I. and S. No. 2399 
(see Traffic World, Aug. 29), are part of a general readjustment 
of rates from Colorado, Utah and California canneries to dis- 
tributors in Arizona and New Mexico, according to respondents. 

The schedules were protetsed by the Phoenix (Ariz.) Cham- 
ber of Commerce, the Arizona Corporation Commission and the 
Denver Chamber of Commerce, and suspended by the Commis- 
sion until August 30. Explaining the rate situation involved, 
the Commission said: 





The canneries whose rates are affected, 15 in number, are lo- 
cated in Colorado. Longmont, one of the principal canning points, 
situated about 37 miles north of Denver, may be taken as repre- 
sentative. The destination territory to which the present rate will 
no longer apply, hereinafter called the destination territory, begins 
on the west at points just east 9f Daggett, Calif., served by the 
Atchison, Topeka & Santa Fe, herein called the Santa Fe, and 
Banning, Calif., served by the Southern Pacific, and on the east 
ends just west of Belen and Rincon, N. M., and El Paso, Tex. The 
present rate is 81 cents, minimum 60,000 pounds; and applies via 
Tucumcari, Albuquerque, Belen, or Deming, N. M., or El Paso, Tex., 
gateways. The proposed rate is 95 cents, minimum 60,000 pounds. 
The 81-cent rate also applies to California points, Daggett, Banning, 
and west, including such points as Los Angeles and San Diego, both 
via the southern routes just mentioned, and via Ogden, Salt Lake 
City and Provo, Utah, gateways. To those points it is proposed 
to cancel the application of this rate over the southern routes, 
leaving it in effect via the Utah gateways. 

A rate of $1, minimum weight 40,000 pounds, is also maintained 
from Group J to the Arizona, western New Mexico and southeast- 
ern California destinations here considered, as to which no change 
is proposed. 

Prior to April 17, 1923, a rate of $1.06 applied from Colorado 
canneries in Group J to destinations in California, Arizona and New 
Mexico, and also from Utah canning points to Arizona destinations. 
The rate from California canneries in the vicinity of San Francisco 
to Arizona was $1.015. On that date respondents established the 
present rate of 81 cents from Colorado to California, New Mexico and 
Arizona points. This, they state, was established in order to enable 
Colorado canneries to meet on the Pacific Coast the competition of 
similar goods arriving by water through the Panama Canal, and 
Arizona and New Mexico obtained the benefit thereof by reason 
of their intermediate location. 

In justification of the proposed increased rates the respondents 
state that they are a part of a general readjustment of rates from 
Colorado, Utah and California canneries to distributors in Arizona 
and New Mexico. It appears that the establishment of the 81-cent 
rate from Colorado to Arizona had the effect of increasing the car- 
load shipments from Colorado, but greatly reducing the shipments 
from Utah to Arizona, although the output of the Utah canneries 
is considerably greater than that of the Colorado canneries. Thus, 
in 1924 Colorado shipped 18 carloads to Arizona, while only 9 car- 
loads moved from Utah to Arizona. On protest of shippers and in 
order to restore the parity of rates to Arizona as between Colo- 
rado and Utah canneries, respondents undertook a readjustment by 
which the rates from these producing territories as well as from 
California were to be made 95 cents. The reduced rates upon this 
basis from Utah and California became effective May 2, 1925, but the 
proposed increased rates from Colorado are those here under sus- 
pension. In this adjustment there were a great many more reduc- 
tions than there are increases, and the decreases affect a greater 
tonnage than the increases. Those reductions, not here in issue, 
from Utah points were 11 cents, and from California points 3 cents, 
while the increase here proposed from Colorado points is 14 cents. 

Respondents Southern Pacific and Santa Fe considered the 
81-cent rate too low, but have been unsuccessful in their efforts to 
secure the concurrence of other lines to increase the rate to Cali- 
fornia owing to the belief of officials of the Union Pacific System 
and Western Pacific Railroad Company, which reach California only 
via the Utah gateways, that the lower rate is necessary to enable 
Colorado canneries to compete at Pacific coast ports with canneries 
moving their product from the Atlantic Coast and inland points via 
the Panama Canal, as well as with the local canneries on the Pa- 
cific Coast. These respondents state that similar competition does 
not exist in Arizona and New Mexico, where the competition is 
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between Oregon, California and Utah, on the one hand, and the 
Colorado producers on the other. 

Respondents contend that to this destinaiton territory the dis- 
tance favors California and Utah as compared with Colorado, and 
that the maintenance of lower rates from the latter than from 
the two former unduly favors Colorado, while, if there is to be 
any difference in the rates, Colorado should take higher rates 
than Utah or California. Specific commodity rates are published 
from Los Angeles Group 3 and 4. Most of the California canneries 
are said to be north of Bakersfield, and they extend as far north 
as Marysville; and respondents have taken the distance from San 
Francisco as representative. The distance from Ogden is repre- 
sentative of the distance from the Utah canneries. To Phoenix, a 
principal consuming point in this destination territory, the short- 
line distances are shown to be as follows: From Longmont, 1,092 
miles; from Ogden, 994 miles; from San Francisco, 800 miles; from 
Los Angeles, 451 miles. The weighted average haul on shipments 
moving during 1924 to Arizona destinations was, from Colorado, 
1,328 miles, and from California, 843 miles. Yet California is paying 
the higher rate. The proposed adjustment would correct this situa- 
tion by placing them on a parity. 

So far as concerns the shipment of canned goods from Colo- 
rado to California under the 81-cent rate, and their distribution in 
Arizona in mixed carloads with other canned goods (there being no 
straight carload movement of such goods), in competition with goods 
shipped from Colorado to Arizona, and distributed in Arizona in 
less than carloads (there being no carload distribution of such goods), 
respondents take Los Angeles and Tucson as representative distribut- 
ing points, and show that under the proposed increased rates the 


— where the rates equalize would be moved only 14 miles further 
east. 


Protestants, the report continued, did not object to Colorado 
canneries being placed on a rate parity with California, and 
were willing to have the same basis of rates, “mile for mile,” 
applied from Colorado as applied from Utah. They did, how- 
ever, the report said, strongly object to such equalization being 
brought about by increases in the rates from Colorado. They 
suggested a graded basis of rates, but the Commission said the 
record was not broad enough to enable it to prescribe such a 


basis, “but we commend the suggestion to respondents as worthy 
of serious consideration.” 


Representatives of the California Canners’ League and the 
Utah Canners’ Association testified in support of the proposed 
adjustment, the report said, claiming that the present rates un- 
duly favored Colorado shippers and that the proposed adjustment 
would permit the Utah and California canners to compete in 


-Arizona and New Mexico on equal terms with the canners lo- 
cated in California. 


Protestants declared that if the proposed increased rates 
became effective they would work a great hardship on the Colo- 
rado canners and the Arizona and New Mexico distributors, and 
retailers, who had entered into contracts based on the present 
rates, the report said. It was also contended that the proposed 
rates would unduly prefer canners located as far east as the 


Missouri River. They pointed to a rate of 95 cents from Kansas 
City, Mo. 


The Commission said the volume of traffic from Colorado 
canneries to New Mexico and Arizona distributing points was 
small compared to the amount of traffic moving from California 
canneries to the same points. There is, however, a regular 
movement from Colorado to Arizona destinations, according to 
the report. In conclusion, the Commission said: 


Under the circumstances of this case relative reasonableness 
as compared with rates from the near-by competing producing ter- 
ritories, rather than intrinsic reasonableness, is the more important 
consideration; to this all parties of record seem to agree. 

Upon this record we find that respondents have justified their 
proposal to place Colorado canneries on a parity with Utah and 
California canneries on traffic to the destination territory here con- 
sidered, as long as they maintain the present grouping of the des- 
tinations. There remains for determination the question of whether 
the proposed level of the rate has been justified. Earnings of 18.16 
mills per ton-mile, and of 54.49 cents per car-mile on a commodity 
loading as heavily as canned goods, do not appear to be excessive, 
especially in the territory here considered where hauls over high 
mountain ranges are required. Heavy loading naturally increases car- 
mile earnings. The rates principally relied upon by protestants as 
demonstrating that the 95-cent rate is too high are the rate of 
81 cents still maintained from Colorado canneries to California, as 
far south as San Diego, 1,456 miles, from Longmont; the rate of 
95 cents from Utah canneries via California to El Paso, Tex., 1,949 
miles from Ogden, and the rate of 95 cents from Kansas City to 
Arizona. The first, as already shown, was established to enable 
Colorado canned goods to be sold on the coast in competition with 
goods arriving by water through the Panama Canal. The record 
shows that during 1924, 322,597 tons of canned goods moved through 
the canal to California ports. The 95-cent rate from Utah to El 
Paso is maintained by the Southern Pacific over its circuitous route 
to meet the same rate maintained over the direct route of the 
Denver & Rio Grande Western and the Santa Fe via Pueblo, Colo., 
1,328 miles. Neither of these rates, induced as they are by compe- 
titive conditions different from those influencing the rates here under 
consideration, affords a proper test of maximum reasonable rates 
in the territory here considered. The 95-cent rate from Kansas City 
applies through a territory where entirely different and more fa- 
vorable operating conditions are met with than those prevailing 
from Colorado to Arizona, and, like these just referred to, is not 
the measure of the maximum reasonable rates in this mountainous 
and more sparsely populated territory. 

We find that respondents have justified the proposed schedules. 


An order vacating the order of suspension and discontinuing this 
proceeding will be entered. 


LARD, SOAP, AND COOKING OILS 


A new body of rates to apply on soap and related cleansing 
commodities, and on lard, lard substitutes and vegetable cooking 
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oils, has been ordered established not later than November 20, 
in No. 14451, Procter and Gamble Distributing Co. et al. vs. st. 
Louis-San Francisco et al., opinion No. 10600, 101 I. C. C. 563-94, 
for use in the southwest, using that word in its geographica] 
but not in the strict rate sense. It is based upon the founda. 
tion laid in Memphis-Southwestern Investigation, 77 I. C. C. 473. 
The report covers many complaints and sub-numbers. 

The decision was made by division No. 1, composed of Com- 
missioners McChord, Lewis and McManamy, the report having 
been written by the last mentioned. Fourth section relief was 
granted in order No. 9188 to the circuitous lines on the usua] 
bases. The findings differ from those recommended by the 
examiner. 

Rates on intrastate traffic, the report said, were not in issue. 
The hearings in the soap cases were held soon after the decision 
in the Memphis-Southwetsern case, in which the so-called No. 
9702 scale was prescribed. Present rates on soap, Mr. McMan- 
amy said, referred to those in effect prior to November 27, 1923, 
the date on which the No. 9702 rates became operative. The 
rates on lard substitutes, unless otherwise indicated, were those 
in effect at the time of the hearing in the leading case, April, 
1923. 

The report was divided into two parts, one devoted to soap 
and related articles and the other to lard and articles competi- 
tive with it. It contains many references to earlier cases in 
which the highly competitive situations were dealt with, in part. 
The complainants and the railroads in this case made definite 
proposals as to the rates that should be prescribed. 

Substitution of the prescribed rates was ordered upon find- 
ings of unreasonableness of the existing rates as to each group 
of commodities with which the report dealt. Heard in connec- 
tion with the formal complaints and interventions, which the 
Commission also treated as complaints, was I. and S. No. 2242, 
in which the Commission suspended schedules under which the 
carriers proposed to increase rates on lard substitutes from 
New Orleans to El Paso. The finding as to them was one of non- 
justification. In addition to the two cases mentioned, one on 
the formal docket and the other on the Investigation and Sus- 
pension docket, the report covered the following: 


No. 14451 (Sub-No. 1), Swift & Company vs. Same; No. 14461 
(Sub-No. 2), Cudahy Packing Company vs. Same; No. 14451 (Sub- 
No. 3), Wilson & Company, Incorporated, et al. vs. Same; No. 14451 
(Sub-No. 4), Armour & Company et al. vs. Same; No. 14118, Mag- 
nolia Provision Company vs. Atchison, Topeka & Santa Fe Rail- 
way Company et al.; No. 14118 (Sub-No. 1), Houston Packing Com- 
pany vs. Same; and No. 14653, Texas Chamber of Commerce et al. 
vs. Alexandria & Western Railway Company et al. 


In connection with the rates on lard and its competitors, 
the Commission had to consider the advisability of following, in 
this case, what it did in Investigation of Alleged Unreasonable 
Rates on Meats, 22 I. C. C. 160, in which it prescribed rates for 
distances up to 1,000 miles on packing house products, now 
generally known as the 1716 scale, the name coming from one 
of the docket numbers included in the report. In a number of 
cases following that one the Commission approved its work 
therein. In the report in this case it said it would be observed that, 
that scale had been prescribed for general application through- 
out the southwestern territory involved in the caser covered 
by this report. Defendants in No. 14118 and Sub-No. 1 there- 
under, and in No. 14653, Mr. McManamy said, expressed a willing- 
ness to apply that scale from Houston and Sherman to the ter- 
ritory covered by the complaints. In disposing of the case the 
Commission pointed out why the older scale was not the one 
to be used in making the rates ordered in this report. As shown 
in an exhibit, the rates prescribed are higher for the shorter 
and lower for the longer distances than in 1716. 


The conclusions and findings set forth in the report, it is 
believed, will indicate the nature and scope of the complaints. 
They are as follows: 


Upon this record we find that the rates on soap, soap pow- 
ders, washing powders, and scouring and cleaning compounds, in 
straight or mixed carloads, minimum weight 36,000 pounds, for 
interstate application, are, and for the future will be, unreasonable 
as follows: (1) From Kansas City, Kan., and St. Louis, Mo., to 
points on class A railroads hereinbefore named in Arkansas, on 
class A railroads herein before named in Louisiana west of the 
Mississippi River, to points in Missouri south of the Missouri 
River, in Kansas on and south of the line of the Atchison, Topeka 
& Santa Fe through Dodge City, Great Bend, McPherson, Emporia, 
and Ottawa Junction, and in Oklahoma, where and to the extent 
they exceed or may exceed rates under the scale in Table 12 of 
Appendix 8 to the report in Memphis-Southwestern Investigation, 
77 I. C. C. 473; (2) from St. Louis, Mo., to points in Texas now 
subject to Texas common-point rates on soap, in carloads, from 
that point as named in tariffs issued by F. A. Leland, agent, where 
and to the extent they exceed or may exceed 71 cents per 100 
pounds; (3) from Kansas City, Kan., to points in western and 
north central Texas now listed in tariffs issued by F. A. Leland, 
agent, as subject to Dallas-Fort Worth group rates from Kansas 
City (except the points next mentioned), where and to the extent 
they exceed or may exceed 64 cents per 100 pounds; (4) to Dallas, 
Fort Worth, Paris, Denison, and Greenville, Tex., where and to 
the extent they exceed or may exceed 66 cents per 100 pounds 
from St. Louis and 57.5 cents per 100 pounds from Kansas City; 
(5) from Kansas City and St. Louis to points in Texas differential 
territory, where and to the extent they exceed or may exceed 
71 cents per 100 pounds plus the present arbitrary over Texas 
common points, where rates to such points are now constructe 
differentially over Texas common points, and to the extent they 
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exceed or may exceed 64 cents per 100 pounds plus the present 
arbitrary over the Dallas-Fort Worth group, where rates are now 
constructed differentially over the latter group. 


The foregoing findings are subject to the proviso that rates 
to points in Texas shall in no case exceed the lowest combination, 
or the lowest combination of rates to points in Oklahoma, Arkan- 
sas, or Louisiana, plus rates from such last mentioned points to 
destination constructed by the use of the scale in Table 12 of 
Appendix 8 to the report in Memphis-Southwestern Investigation, 
Supra, for the distance involved, computed in the manner pre- 
scribed in that report for constructing rates between points in 
Arkansas and Louisiana. 

Upon this record no order will be entered with respect to 
rates from defined territories north and east of Kansas City and 
St. Louis, but we are of the view that to points in Oklahoma, 
Arkansas, Texas and Louisiana (west of the Mississippi River) 
rates from such territories should be constructed by adding to 
the rates from Kansas City or St. Louis, as the case may be, the 
present differentials or differences. In numerous cases we have 
held that except where one or both of the factors are depressed 
by special conditions, full combinations of locals on traffic moving 
in considerable volume resuts in unreasonabe rates. We are of 
the view that this is the situation with respect to rates from 
defined territories to points in southern Missouri and southern 
Kansas and will expect the carriers to establish rates from and 
to such points by grading back equitably in accordance with 
distance the rates established from the same points to destinations 
in Arkansas and Oklahoma. 

The shipments upon which reparation was sought in No. 14451 
(Sub-No. 2) comprised shipments of soap and related articles from 
South Omaha and Chicago to various destinations in southwestern 
states. We have been able to make no definite findings regarding 
rates on these articles from South Omaha and Chicago. Moreover, 
the rate factors beyond Kansas City and St. Louis are included 
in ee ne extensive readjustment. Reparation will not be 
awarded. 

The 1716 scale was originally designed to cover movements 
between Fort Worth, Oklahoma City, and Wichita, on the one 
hand, and comparatively sparsely settled regions in New Mexico, 
Texas and Oklahoma. For that reason throughout the scale the 
increase in the rate kept fairly even pace with the increase in 
distance. This is in contrast with principles generally observed 
at the present time in the construction of distance scales of rates 
and of rates generally. Ordinarily, where the territory traversed 
is reasonably homogeneous from a transportation standpoint, as 
the distances increase the increases in rates become relatively 
less. The scales prescribed in the reports in the Memphis-South- 
western Investigation are examples. 

The distance scales in Appendix B are constructed on the 
principles observed in connection with the commodity scales pre- 
scribed in Memphis-Southwestern Investigation. * * * 

Upon this record we find that the rates on lard, lard substi- 
tutes, and vegetable cooking oils, in straight or mixed carloads, 
minimum weight 30,000 pounds, for interstate application, (1) 
from St. Louis, Mo., Kansas City, Kan., New Orleans, La., Mem- 
phis, Tenn., Dallas, Fort Worth, Sherman, Greenville, Taft, San 
Antonio, and Houston, Tex., and Oklahoma City, Okla., to points 
in Oklahoma, Arkansas, Texas, Louisiana west of the Mississippi 
River, Missouri south of the Missouri River, Kansas on and south 
of the line of the Atchison, Topeka & Santa Fe through Dodge 
City, Great Bend, McPherson, Emporia, and Ottawa Junction, and 
New Mexico on and east of the line of the Atchison, Topeka & 
Santa Fe through Las Cruces, Belen, Isleta, Albuquerque, and 
Raton, but including Santa Fe, and (2) from Dallas, Fort Worth, 
and Houston, Tex., Oklahoma City, Okla., and Kansas City to 
Memphis, Vicksburg, Miss., and Baton Rouge and New Orleans, 
La., for the future will be unreasonable to the extent they exceed 
rates under the scale in Appendix B, plus an arbitrary of 2 cents 
per 100 pounds to be added to the distance rates to or from Mem- 
phis proper for the river crossing at Memphis, and plus arbi- 
traries of 2.5 cents per 100 pounds to be added to the distance 
rates to or from the west-bank points for crossings at Vicksburg, 
Baton Rouge, and New Orleans, and plus differentials as provided 
in Note 1 in Appendix B for so much of the total distance via 
the route by which the rate is determined as lies in New Mexico 
or in Texas differential territory as defined in items 1000 and 1001 
of Agent Fonda’s I. C. C. 174, except the Chicago, Rock Island & 
Gulf, Amarillo, Tex., and east. Nothing herein contained shall 
be construed as authority to increase proportional rates up to 
the basis herein set forth, or to increase rates on the commodities 
here involved to a basis exceeding the contemporaneous rates 

on packing house products between the same points, when the 
latter are less than rates based on the so-called 1716 scale. 
._ We further find that the rates on the commodities mentioned, 
in straight or mixed carloads, minimum weight 30,000 pounds, 
from Omaha and South Omaha, Neb., Sioux City, Ia., and South 
St. Paul, Minn., to destinations in Oklahoma and Texas are, and 
for the future will be, unreasonable where and to the extent they 
exceed or may exceed the maximum rates prescribed herein from 
Kansas City, Kan., to the same destinations by more than 9 cents 
per 100 pounds from Omaha and South Omaha, 14 cents per 100 
pounds from Sioux City, and 23 cents per 100 pounds from South 
St. Paul, and that the rates from South St. Joseph, Mo., to des- 
tinations in Oklahoma and Texas are, and for the future will be, 
unreasonable where and to the extent they exceed or may exceed 
the maximum rates prescribed herein from Kansas City to the 
Same destinations. 
The prayers for reparation in No. 14118, No. 14118 (Sub-No. 1) 
and No. 14653 relate to rates from Houston to points in Louisiana 
and Arkansas and from Sherman to points in Louisiana, Arkan- 
oie and Oklahoma. Complainants in those cases sought the ap- 
a from their shipping points of rates no higher than those 
‘ ct would have applied under the distance scale previously pre- 
pea ed by us from other Texas points to destinations in the same 
az fue namely, the 1716 scale. An award of reparation to basis 
: rye 1716 scale in those cases will merely be in the nature of 
_ roactive extension to the Houston and Sherman complainants 
po B rate basis which as a result of our decisions has long been 
oyed by their competitors in the same territory. 
L a further find that the rates from Houston to points in 
po siana and Arkansas assailed in No. 14118 were unreasonable 
4 4 to August 26, 1920, to the extent they exceeded rates for 
park stance from Houston to destinations under the scale for 
Un ing house products prescribed in Investigation of Alleged 
nhreasonable Rates on Meat, 22 I. C. C. 160, subjected to an 


juctease of 25 per cent, and that the rates from Houston to points 


(s pouisiana and Arkansas assailed in No. 14118 and No. 14118 
Ark -No. 1) and the rates from Sherman to points in Louisiana, 
roe < ge and Oklahoma assailed in No. 14653, have been unrea- 
erie e to the extent they exceeded rates for the distance from 

Sin point to destinations under the scale for packing house 
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products prescribed in Investigation of Alleged Unreasonable 
Rates on Meat, supra, subjected successively to increases of 25 
and 35 per cent from August 26, 1920, to June 30, 1922, inclusive, 
and to the same scale subjected successively to increases of 25 
and 35 per cent and a reduction of 10 per cent on and after July 
1, 1922, and until the effective date of the order entered herein. 

We further find that complainants in Nos. 14118, 14118 (Sub- 
No. 1), and 14653, made the shipments as described and paid and 
bore the charges thereon; that they were damaged in the amount 
of the difference between the charges paid and those which would 
have accrued upon the basis set forth in the preceding paragraph; 
and that they are etnitled to reparation, with interest. These 
complainants should comply with Rule V of the Rules of Prac- 
tice. If they have made any shipments since the respective hear- 
ings under the rates assailed in their respective complaints, and 
have paid the charges thereon, they should submit with their Rule 
V statements affidavits stating the facts in that connection. If 
defendants object to proof by affidavit, these complainants will 
be accorded a further hearing for that purpose. 

The findings herein do not relate to rates over lines east of 
the Mississippi River and south of Cairo, Ill. In addition to lines 
other than class A in Arkansas and western Louisiana, similar 
lines in other parts of the territory covered by the findings now 
receiving arbitraries over the normal rates will be permitted to 
add to the maximum rates herein prescribed the present arbi- 
traries received by them. Joint-line rates shall be applied only 
when the lines embraced in the route are not under a common 
ownership or control. Distances shall be determined by the short- 
est route, embracing the lines or parts of lines of not more than 
three carriers not under common ownership or control, via exist- 
ing connetcions for the interchange of carload traffic. 

As expressly indicated in several instances, and as is equally 
true in others, the record does not justify our taking definite 
action in certain particulars, or action requiring drastic departures 
from existing adjustments. In view of the pendency of No. 13535, 
Oklahoma Corporation Commission vs. A. & R. . R. Co., and 
cases consolidated therewith, it was not deemed advisable to set 
these cases for further hearing to develop the record in such 
respects. The findings herein are without prejudice to any issue 
which may be included in the cases mentioned. 

Pending and subject to the disposition of the fourth section 
applications in connection with No. 13535, Oklahoma Corporation 
Commission vs. A. & R. R. R. Co., the defendants will be author- 
ized to establish and maintain via all routes from any point of 
origin to any destination from and to which maximum rates are 
prescribed herein rates not to exceed the lowest rates prescribed 
herein as maximum rates via any route between such points, and 
to maintain higher rates from, to, and between intermediate 
points; provided that the rates from, to, or between the said in- 
termediate points shall not exceed the rates prescribed herein, and 
shall in no case exceed the lowest combination; and provided fur- 
ther that the relief granted shall not include routes more than 
70 per cent longer than the direct line or route between the com- 
petitive points. 


The scale to be used in making the rates on lard, lard sub- 
stitutes and cooking oils, known as appendix B, and the notes, 
are as follows: 


APPENDIX B 


Maximum rates in cents per 100 pounds on lard, lard substitutes, 
and vegetable cooking oils, in straight or mixed carloads, 
minimum weight 30,000 pounds. 

{For interstate application (1) from St. Louis, Mo., Kansas City, 
Kan., New Orleans, La., Memphis, Tenn., Dallas, Fort Worth, 
Sherman, Greenville, Taft, San Antonio, and Houston, Tex., and 
Oklahoma City, Okla., to points in Oklahoma, Arkansas, Texas, 
Louisiana west of the Mississippi River, Missouri south of the 
Missouri River, Kansas on and south of the line of the Atchi- 
son, Topeka & Santa Fe through Dodge City, Great Bend, 
McPherson, Emporia, and Ottawa Junction, and New Mexico 
on and east of the line of the Atchison, Topeka & Santa Fe 
through Las Cruces, Belen, Isleta, Albuquerque, and Raton, 
but including Santa Fe, and (2) from Dallas, Fort Worth, and 
Houston, Tex., Oklahoma City, Okla., and Kansas City to Mem- 
phis, me Miss., and Baton Rouge and New Orleans, La., 
see notes. 
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NN AOI oi. oe orwn eee a dw 0 obs Sie 85.5 85.5 
ey SINT CON (ORONO (ION. ives 0c e-citel cid ow ewe Beacdie 87 87 
TN ee See ee 88.5 88.5 
ee ee ONE BOO 56 vice ccc tc edee eee sclewes 90 90 
SR Ssee GO OVOP B.BOG 6 4 6 ccc cecenesesecnecede 91.5 91.5 
NB ge | err re ree 93 93 
Se eT IS o5654- uo tN wi SW eCO Aero kG obiere eee eweeele 94.5 94.5 


Note 1—For maximum rates to the points in New Mexico 
above described, or in Texas differential territory as defined in 
items 1000 and 1001 of Agent Fonda’s I. C. C. No. 174, add the fol- 
lowing differentials in cents per 100 pounds for so much of the 
total distance via the route by which the rate is determined as 
lies in New Mexico or in Texas differential territory so defined, 
except the Chicago, Rock Island & Gulf, Amarillo, Tex., and east: 


Cents Cents 
25 miles and less..........e- 2 250 miles and over 200...... 10 
50 miles and over 25......... 3 300 miles and over 250...... 11 
75 miles and over 50......... 4 350 miles and over 300...... 12 
100 miles and over 75........ 5 400 miles and over 350...... 13 
125 miles and over 100....... 6 450 miles and over 400...... 14 
150 miles and over 125....... 7 500 miles and over 450...... 15 
175 miles and over 150....... 8 ok rer 16 
200 miles and over 175....... 9 


Note 2.—An arbitrary of 2 cents per 100 pounds to be added to 
the distance rates to or from Memphis proper for the river cross- 
Ang at Memphis, and arbitraries of 2.5 cents per 100 pounds to be 
added to the distance rates to or from the west-bank points for 
crossings at Vicksburg, Baton Rouge, and New Orleans. 


AFFIRMS ORIGINAL REPORT 


In a mimeographed report by the Commission in No. 13865, 
Anheuser-Busch, Inc., vs. Chicago & Alton et al., upon recon- 
sideration, the finding in the original report, 87 I. C. C. 307, has 
been affirmed. The report follows: 


In the original report, 87 I. C. C. 307, we found that the rate 
charged since January 19, 1921, on numerous tank-car loads of al- 
cohol, not denatured, from St. Louis, Mo., to Peoria, Ill., was not 
and is not unreasonable or otherwise unlawful, and dismissed the 
complaint. Upon petition of complainant the case was opened for 
reconsideration upon the record then made. 

he facts of shipment and the history of the assailed rate are 
stated in the original report. Complainant’s argument upon recon- 
sideration deals mainly with the weight to be given to certain rate 
comparisons and. to statements by defendant that the value of al- 
cohol, not denatured, has increased since prohibition and that be- 
cause of danger of theft it has taken extraordinary precautions in 
policing complainant’s shipments. These and other matters of record 
have received our careful consideration, and we are constrained to 
affirm the finding in our original report. 


COMMISSION ORDERS 


The Edinburg Boosters’ Club, Edinburg, Tex., has been per- 
mitted to intervene in Finance No. 4823, Application of the San 
Antonio and Aransas Pass Railway Co. for a certificate of pub- 
lic convenience and necessity for the construction of an ex- 
tension of its existing line of railroad. 

The Prescott & Northwestern R. R. Co. has been permitted 
to intervene in Finance No. 5007, In the matter of the applica- 
tion of Reader Railroad for a certificate of public convenience 
and necessity authorizing the operation by it of a line of rail- 
road extending from Reader, in a general southwesterly direc- 
tion, a distance of 23.5 miles, all in Ouachita and Nevada Coun- 
ties, Arkansas. 

The Certain-teed Products Corporation has been permitted 
to intervene in No. 17006, The Upson Co. vs. Ann Arbor R. R. et 
al, 

The Commission has permitted the Nash Shareholders Com- 
pany to intervene in No. 16981, Board of Railroad Commissioners 
of “’ State of South Dakota vs. Ahnapee & Western Ry. Co. 
et al. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 17175, Yankton 
Light & Heating Co. vs. Mo. Pac. R. R. et al. 

The petition of the Los Angeles Chamber ‘of Commerce for 
permission to intervene in No. 15377, Arizona Corporation Com- 
mission vs. Arizona Eastern R. R. et al., has been granted. 

The defendants in No. 15153, Arizona Cattle Growers’ As- 
sociation vs. Apache Ry. Co.; Arizona Eastern R. R. Co.; Atch- 
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ison, Topeka & Santa Fe Ry. Co.; El Paso & Southwestern R. R. 
Co.; El Paso & Southwestern Company; The Grand Canyon Ry 
Co.; Los Angeles & Salt Lake R. R. Co.; Northwestern Pacific 
R. R. Co.; San Diego & Arizona Ry. Co.; Southern Pacific Co,- 
Tucson, Cornelia & Gila Bend R. R. Co.; Tijuana & Tecate Ry, 
Co.; and the Western Pacific R. R. Co., according as they par. 
ticipate in the transportation, are notified and required to estab. 
lish on or before October 1, 1925, upon not less than 5 days’ 
notice, rates referred to in the Commission’s order in this pro. 
ceeding, dated July 22, 1925, instead of 30 days’ notice. 

Defendant’s request for postponement of the effective date 
of the order entered in No. 15012, the Richmond County Mer. 
chants’ Association et al. vs. B. & O. R. R. et al., is denied. 

The order entered in No. 15717 (Sub-No. 1), the Texas Com- 
pany vs. B. A. & P. Ry., C. B. & Q. R. R.,, C. & N. W. Ry, 
C. M. & St. P. Ry, Gt. Nor. Ry. and Nor. Pac. Ry., on July 21, 
1925, which was by its terms made effective October 1, 1925, 
is modified so as to become effective October 16 instead of on 
said October 1, 1925. 

The Certain-teed Products Corporation has been permitted to 
intervene in No. 16809, Carson, Pirie, Scott & Co. et al. vs. the 
A. T. & S. F. Ry. et al. 

Colgate & Company has been permitted to intervene in No. 
17078, Canton Box Co. vs. Penn. R. R. 

The Commission has permitted the Roxana Petroleum (Cor- 
poration to intervene in No. 16532, the American Petroleum 
Products Co. vs. C. C. C. & St. L. Ry. et al.; No. 16534, and Sub- 
No. ps the National Refining Co. et al. vs. C. C. C. & St. L. Ry. 
et al. 

The Gulf States Portland Cement Company and Dixie Port- 
land Cement Company have been permitted to intervene in No. 
16845 and Sub-Nos. 1 and 2, Iola Cement Mills Traffic Association 
et al. vs. A. & V. Ry. et al. 

The National Cement Company, Georgia Cement and Stone 
Company and Alabama Portland Cement Company have been 
permitted to intervene in No. 16845 (Sub-No. 3), Gulf States 
Portland Cement Co. vs. A. G. S. Ry. et al. 


The Alabama Portland Cement Company and Hermitage 
Portland Cement Company have been permitted to intervene in 


No. 16845 (Sub-No. 2), Lehigh Portland Cement Co. vs. A. & V. 
Ry. et al. 


The order in No. 14940, Application of Rates on Cotton to 
Gulf ports, and No. 13991, Weatherford, Crump & Co. vs. A. & 
S. Ry. et al., of June 28, 1925, which was by its terms made 


effective October 12, 1925, is modified so as to become effective 
December 12, 1925. 


The State Corporation Commission of Virginia has been 
permitted to intervene in Finance No. 4943, Application Nor- 
folk & Western Ry. Co. for authority to acquire control, by 
lease, of the railroad of the Virginian Ry. Co. 


The Ford Roofing Products Company has been permitted to 
intervene in No. 17140, The Philip Carey Manufacturing Co. et 
al. vs. Santa Fe et al. 

The Nash Shareholders Company has been permitted to 
intervene in No. 16945 and Sub. No. 1, Board of Railroad Com- 
missioners of the State of N. D. vs. A. & W. Ry. et al. 

The order entered in No. 15880 and Sub. No. 1, Armour & 
Co. et al. vs. A. & S, Ry. et al., on July 23, which was by its 
terms made effective October 1, 1925, is modified so that it will 
ay effective on December 1, 1925, instead of on said October 

» 1925. 

The St. Paul Association of Public and Business Affairs has 
been permitted to intervene in No. 16945, Sub. No. 1, Board of 
Railroad Commissioners of the State of N. D. vs. A. & W. Ry. 
et al. 


SOUTH DAKOTA RATES 


On petition of the recivers of the Chicago, Milwaukee & St. 
Paul, the Commission has entered an ofder in No. 17235, 
intrastate class rates within the state of South Dakota, insti- 
tuting an investigation to determine whether or not rates 
prescribed by the state commission are in violation of section 
13 of the interstate commerce act. 

The petitioners alleged that the Board of Railroad Com- 
missioners of South Dakota by an order entered August 7, 1923, 
in Docket No. F-875, prescribed class rates for the transporta- 
tion of freight between, among other points in South Dakota, 
Aberdeen and points west of Mobridge, and from Mobridge to 
points west in South Dakota. They further alleged that the 
basis of rates prescribed by the state commission “causes, and 
will cause, and result in undue and unreasonable advantage 
and preference, as between persons and localities in intrastate 
commerce on the one hand and interstate and foreign com- 
merce on the other hand, and causes and will cause undue, 
unreascnable and unjust discrimination against interstate or 
foreign commerce, and places an undue burden on interstate 
traffic.” 

All railroads subject to the Commission’s jurisdiction oper- 
ating in South Dakota were made respondents. The proceeding 
will be assigned for hearing later. 
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OIL ORIGIN RELATIONSHIPS 


In a report on No. 15584, Sinclair Refining Co. et al. vs. 
Abnapee & Western et al.; No. 15585, Miller Petroleum Co. et al. 
ys, Atchison, Topeka & Santa Fe et al.; No. 16065, Barnsdall Re- 
fining Co. et al.; vs. Louisiana & Arkansas et al.; and No. 16066, 
North Texas Petroleum Traffic Bureau vs. Same., collectively 
known as Midcontinent Oil Rates, 1925, Examiner Charles R. Seal 
gaid the Commission should leave the groups of origin unchanged, 
make an increase of two cents from group No. 3, the controlling 
group so as to bring about a better relationship, leave Shreveport- 
El Dorado rates as they are, but make New Orleans 1.5 cent over 
Shreveport. 

A recommendation which it is believed will stand in im- 
portance right alongside the recommendation for a two-cent in- 
crease in rates from No. 3 group is that rates on fuel and other 
low grade oils be made eighty per cent of the rates on gasoline, 
instead of specific cents under the rates on the refined product. 

Seal said the complaints, made by petroleum refiners in 
Missouri, Kansas, Oklahoma and Texas, brought into issue the 
lawfulness, under the first three sections, of rates on petroleum 
products, from points in Missouri, Kansas, Oklahoma, Arkansas, 
Louisiana and Texas to Western Trunk Line territory and to 
Illinois, that part of Indiana taking Chicago rates, and the upper 
peninsula of Michigan. The cases have been popularly known as 
the Western Trunk Line territory oil rate cases because, in gen- 
eral terms, the points of destination are in that territory and the 
points or origin in the southwest. Seal said interventions were 
filed by or on behalf of various refiners or shippers of petroleum 
products, in such numbers that it was not practicable at the point 
where he made the declaration to enumerate them. In addition, 
he said, interventions were filed on behalf of consumers at St. 
Louis, St. Joseph, in Iowa, Illinois and the Dakotas. The primary 
issue, however, he said, was that of proper origin relationships, 
although the questions of reasonableness of the rates to practicu- 
lar destinations and of relationships of destination were within 
the scope of the complaints. 


In an outline of the rate structure, oil development, produc- 
tion and things of that kind the éxaminer said the territory of 
origin, for the most part, was divided into rate groups, the more 
important groups being: No. 1, Kansas City and Contiguous 
points, including St. Joseph; No. 2, embracing all shipping points 
in Kansas and also Joplin, Mo.; No. 3, extending across Oklahoma 
and embracing all shipping points in that state except Devol, 
which is in the extreme southwestern part of the shipping area; 
the Burkburnett of North Texas group; the Ranger group im- 
mediately south and west of the Burkburnett; the South Texas 
group embracing Houston, Beaumont, Port Arthur and other 
points in that vicinity; the New Orleans-Baton Rouge group and 
the Shreveport-El Dorado group in Louisiana and Arkansas. In 
addition to the groups already mentioned there are groups 
around San Antonio in Texas, Alexandria, La., and Fort Smith, 
Ark. Seal said the three last mentioned groups were of somewhat 
less importance, as refining centers or points, than the groups 
first mentioned. He said all the territory, except possibly group 
No. 1 was now known as the midcontinent field. 


Examiner Seal said the first important case in which rates on 
petroleum products between these territories or origin and desti- 
nation were considered was Midcontinent Oil Rates, 36 I. C. C. 
109, known as the Midcontinent case. At that time, he said, the 
midcontinent field embraced ten refining points in group No. 2 
and 16 refining points in northeastern Oklahoma known as No. 3. 
He reviewed all the important cases since the Midcontinent case 
to show efforts that had been made since that first case to cover 
situations that had arisen by reason of the enlargement of No. 3, 
the rate-controlling group. Competitive conditions, he said, had 
resulted in practically but two origin blankets on traffic to St. 
Louis and Chicago the rates from Kansas, Oklahoma, Arkansas 
and Louisiana being the same, and those from the north Texas, 
Ranger and south Texas groups, 2.5 cents higher. There are, 
Says the report, two natural gateways through which traffic moves 
from the southwest, namely, Kansas City and St. Louis and that 
the rates beyond are related to the rates to the gateways. St. 
Louis, however, he pointed out, was not a gateway on traffic 
originating at Kansas City, from which point routes radiated to 
the different destinations involved in this case. 


_ The foregoing, he said, indicated the close rate relationships 
Which existed between the origin groups. A possible exception, 
_ said, was in the instance of rates from Kansas City, or group 

0.1. The rates from that group he said, differed by varying 
amounts, depending upon destination, from those from the 
a midcontinent group, No. 2, and were actually the lowest, 
although relatively the highest rates under consideration. Ap- 
parently, he said, they had never borne a definite or fixed rela- 
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tionship to the midcontinent adjustment, and had never been 
passed upon by the Commission. 

The territory of origin, Seal said, was one of enormous oil 
resources, its crude production being 51.74 per cent of the total 
of 725,702,000 barrels in 1923, and an average of 56.32 per cent 
for the nine years ended with 1923. Approximately 345 refineries 
were located in the territory, with an aggregate daily capacity 
of 1,198,775 barrels, not including the four Kansas City refineries 
of 16,200 barrels capacity. In addition there were 500 casinghead 
or natural gas gasoline plants in the territory, principally in 
Oklahoma and in the Burkburnett and Ranger groups in Texas 
taking gasoline out of natural gas by scrubbing the gas as it 
is being run to the lines supplying large consuming centers. 

The destination territory, the examiner said, had a consum- 
ing capacity equal to 22.5 per cent of the whole country, with a 
refining capacity of only 4.5 per cent of the total. “The import- 
ance of Western Trunk Line Territory as a market for these 
southwestern refiners is thus apparent” says the report “and the 
competition among them for this business is keen, as is partly 
evidenced by the interest displaced in these proceedings.” 

Gasoline prices, Seal said, were uniformly quoted on the 
Tulsa, or group No. 3 basis; that is, regardless of the point of 
shipment, the delivered price quoted was that obtaining at 
Tulsa plus the freight from Tulsa. Hence, he said, whenever 
the rate from the point of shipment was less than the rate from 
Tulsa, the shipper profited by the amount of the difference in 
freight; but where it was higher the shipper had to absorb 
the difference. For that reason, he said, group No. 3 was regarded 
as the base group in this adjustment, and the rates from other 
groups were generally viewed in their relation to the rates from 
that group. 


“The margin of profit is narrow, and a difference in price 
of as little as a sixteenth of a cent per gallon may be sufficient 
to divert a sale,” says the report. “The quality of the crude oil 
from the different pool or fields varies in some instances, and 
this may affect the costs of operation as between different 
refineries. This, in itself, is not an element which may enter 
into the question of what rates shall be. Generally, the only 
other element of difference is that of distance. The commercial 
practice outlined, and the keen competition, which have led to 
demands of shippers for rates on an equality with group No. 3, 
or as near thereto as possible, necessarily have had an effect 
upon the rates, and, as a consequence, distance may be said to 
be a minor element in the adjustment which has been developed.” 

The foregoing, it is believed, shows the care with which 
Seal went into the subject. He treated all other phases with 
much detail before announcing the conclusions and findings he 
made for the consideration and adoption by the Commission. 
They fill fifteen long pages of typewriting paper. In substance 
they are as follows: 


That the evidence supports the view that an increase of 2 
cents from group No. 3 to designated points shown in an 
appendix was warranted by conditions. 


It was proper that rates from group No. 2 to St. Louis and 
beyond should be somewhat lower than from group No. 3, but 
that no greater difference to Chicago would be warranted than 
those which would result from the 2 -cent increase from 
group No. 3. 

“That group No. 2 was entitled to a minimum differential of 
2 cents under No. 3, with slightly higher differentials to nearby 
points in Iowa and Nebraska. 

That rates from Kansas City, or group No. 1, cannot be 
found unreasonable in themselves, or by comparison with rates 
on other commodities; that consideration of the whole adjust- 
ment led to the view that increases in the differentials from 
Kansas City corresponding to the changes indicated from group 
No. 2 would accord the shippers at that point such advantage as 
they were entitled to. 

The record suggests that the differentials of Ranger over 
the North Texas should be less than that of North Texas over 
group No. 3, instead of greater as at present; and that the 
record supports the view that rates from Ranger should not 
exceed those from North Texas by more than 1.5 cents. 

To St. Louis and points beyond the rates from the Shreve- 
port-El Dorado group should not exceed those from group No. 3. 

The record does not warrant an increase in the present 
differential of 2.5 cents from South Texas over Shreveport- 
El Dorado. 

Considering the distance relationship and the present low 
level of oil rates, the rates from New Orleans to St. Louis, 
Chicago and intermediate points may properly be 1.5 cents higher 
than those from the Shreveport-El Dorado group. The evidence 
is insufficient to deal with the situation in southern Illinois from 
the New Orleans and Shreveport-El Dorado groups. 
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Rates from San Antonio should not exceed those from 
Houston and grouped points. 


Specific findings and specific rates, the latter contained in 
appendix No. 7, the latter given herewith, are as follows: 


The commission should find that the rates or bases of rates set 
forth in Appendix 7 hereto, would be reasonable for application 
to gasoline and other refined oils now taking the same rates, in 
carloads, between the territories of origin and destination here 
considered, and that rates in excess thereof, or which exceed or 
may exceed rates constructed upon the bases there indicated, are 
and for the future will be unreasonable and unduly prejudicial. 

The commission should further find that the rates on gasoline 
and other refined oils taking the same rates, in carloads, from 
points in Kansas group 2 to St. Joseph, Mo., are, and for the future 
will be relatively unreasonable and unduly prejudicial to the extent 
they exceed, or may exceed the rates contemporaneously maintained 
from the same points of origin to Kansas City, Mo. 

The rates, or bases of rates prescribed, are to representative 
destinations. Defendants should readjust the rates to other desti- 
nations in proper relationship thereto. 

These findings are without prejudice to any different conclusions 
which may be reached upon the records made in any other cases 
now pending, or which may hereafter arise, concerning the law- 
fulness of any rates here dealt with in their specific or relative 
application to particular destinations or portions of the destination 
territory. Also, they are not to be understood as authorizing any 
increases in the rates from group 3 to points in North and South 
Dakota, in Minnesota beyond St. Payl, and in the northern peninsula 
of Michigan to which the rates from groups 2 and 8 are now the 
same, in establishing the prescribed differentials of groups 1 and 2 
under group 3 
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15877, except as to destinations on the Panhandle railroad, ), 
presented the usual argument of the Commission to the effec 
that if the carriers had intended to restrict the application y 
rates to more distant points so as to apply over particul; 
routes, provision therefor should have been made in clear anj 
unequivocal language, and that, unless such language was ep. 
ployed, the rates would apply over the open and available 
routes of carriers parties to the tariffs. As to shipments t 
points on the Panhandle, he said the tariff was unlawful on jt, 
face and that the shipper was not required to look beyond the 
face of the tariff. But he said the complainant did not allege o, 
prove damage because of reliance upon the rates, but that the 
case was wholly predicated upon the validity of the tariffs unde 
section 6. He said the Commission should find that the con. 
plainant and the Roxana Petroleum Corporation, an intervener, 
were overcharged, except as to shipments routed over or jp 
connection with the Panhandle from or over the Illinois Ter. 
minal prior to May 15, 1922, and that the Commission should 
find that the rates published in Illinois Terminal I. C. ©. Nog, 
472 and 498 and Big Four I. C. C. No. 7814 were applicable to 
shipments, and that the complainant and intervener were ep. 
titled to reparation. 

In No. 15878, Examiner Hall said the complaint dealt prin. 
cipally with deductions under the so-called combination rule 
for constructing through combinations on shipments from points 





Appendix 7 
RATES OR BASES OF RATES, FOUND REASONABLE ON GASOLINE AND OTHER REFINED OILS, IN CARLOADS. 
Differentials ‘ 
Rates in under group 3, Differentials over group 3, in cents————__ 
cents in cents North Shreveport- South 
From— Group Group Group Texas Ranger Eldorado New Texas San 
ete cme Mo :, 1 * ; oT “ sroupt Orleans “ ——> 
, © Cee ee rete eee eee EF ESE ete eeeseeseseeeeeeos eee e oO. a. eee + 
LS «55 Slashes oS nesae GW be We ik Gob a eee adie baie ewasece ea 33 9 3.5 2.5 4 2.5 wna 5 5 
ND, ire, alg aclalaciee ld pkg gles Gree doun Me eraeierealecaergriawencele 34 7.5 2.6 2.5 4 2.5 ae 5 5 
EL, «dcr anncnaksag eeteneseiemnnee sate cus ear webleeeceeen 38.5 9 2.6 2.5 4 2.5 oe 5 5 
PE, ccct seg dbase shed Cadne Nemee Ost eh eee euweaeeeenen 40 8.5 2 2.5 4 2.5 eee 5 5 
ES ud wadrercelse- 6 biach be cate Nee eee eReed Sues Ubad eeee we 33.5 9.5 4 2.5 4 2.5 wr 5 5 
rah ail GAG @ak OUTS WWE MOL ere O alae Ciaran eee ane 33.5 9.5 4 2.5 4 2.5 may 5 5 
ig a a ace ate ae ene neti 39.5 10 2.5 2.5 4 2.5 tes 5 5 
EL iad obo were sbi ah oo. welwieecbcebentOheekeaeewoeeeers 43 8 3 2.5 4 2.5 oat 5 5 
I IG co io 5k koa gindih Cale nalee ie’ cals oe SUES esa ew daanmesee 31.5 5.5 2 2.5 4 0 1.5 2.5 2.5 
IIE 5. cng wiacananuk or W ordiGle hie: there Auta nnd Said Ul ncasle meee Wage eoeeoe 33 7 2 2.5 4 0 1.5 2.5 2.5 
IL 5: ca. Crake dv wig Saal re Or wr aid Gig Te Hid Te ReIwONS & Eble .4 WatmG 36 8 2 2.5 4 0 un 2.5 2.5 
EE wns 24 ga we sob Uedee eeu e oeds 6 Wb iee o 6b s.6e We blew eek ones 35 5.5 2 2.5 4 0 1.5 2.5 2.5 
EE NE dace wre ie MANO EU Eko Heth CORMUMEeO NSS Cea MD RaG CORTE 38 5.5 2 2.5 4 0 1.5 2.5 2.5 
I TI. ira ian pacal alicia Gta Aiea axe iin G1a1e 6d Wiener albert we eg atine 41.5 5.5 2 2.5 4 0 — 2.5 2.5 
ES 44.6 a5.6 tame auhes Galonelsi een eee weed oe aied mm eweneematen 45.5 x 2 2.5 4 0 2.5 2.5 
I cs acelin wele'g hace ear eek nude eta Nee Ue Cee ss COR eee ee 44 8 2 2.5 4 0 2.5 2.5 
I, | hs cckbewesiebud + He sete sur eanteburenneenetetsemeeons 49 8 2 2.5 4 0 2.5 2.5 


t Where 0 is shown the rates shall be the same as those from group 3. 
Note: The differentials at points beyond Omaha, Lincoln, Sioux City, Sioux Falls, St. Paul, Duluth, etc., shall be the same as the 


differentials at those points. 


Seal said the Commission should find all rates in issue on 
fuel oil and other low grade petroleum products, are and for the 
future will be unreasonable to the extent they exceed or may 
exceed 80 per cent of the contemporaneous rates on gasoline, be- 
tween the same points. In conclusion, he said it was recognized 
that conditions might exist or arise which would warrant lower 
rates in some instances. The rates recommended by him were 
maximum only. He said the prescription of maximum reasonable 
rates recommended by him did not carry with it approval, as 
inherently or relatively lawful, of any rate between any parti- 
cular points which might be increased to or reflect that maximum 
basis. Any such rate, he said, would be subject to further con- 
sideration in an appropriate proceeding. 


UNUSUAL ROUTING CASES 


A proposed report has been submitted in No. 15877, Stand- 
ard Oil Company (Indiana) vs. Atchison, Topeka & Santa Fe et 
al., and No. 15878, Same vs. Atchison, Topeka & Santa Fe et.-al., 
by Examiner George J. Hall in which he recommends reparation 
in some instances and dismissal in others. The complaints al- 
leged that the rates charged on more than 2,500 tank car loads 
of refined petroleum, lubricating and engine oils, shipped be- 
tween November 27, 1920, and November 1, 1923, from Wood 
River, Ill., Neodesha and Wichita, Kans., Sugar Creek, Mo., 
Cushing, Okmulgee, Sapulpa and Tulsa, Okla., and Casper, Wyo., 
to hundreds of destinations in Indiana, Illinois, Missouri, Michi- 
gan and Ohio were illegal because in violation of section 6. The 
claims cover hundreds of thousands of dollars. Hall said both 
cases covered very complicated tariff situations. The leading 
case, he said, dealt with the application of specific rates to more 
distant points at intermediate destinations over circuitous routes 
under open routing in the tariffs. The other complaint, he said, 
dealt with the use of the so-called combination rule published in 
local tariffs of short-line intermediate carriers to make com- 
binations on traffic specifically routed over what he called un- 
natural routes, when the tariffs of the originating and delivering 
lines provided that the combination rule would not apply. 

Each shipment, the examiner said, was fully routed by the 
shipper, more than 400 different routings having been used, many 
of which were based upon slightly different tariff provisions. 
He said his report dealt with only typical situations. As to No. 


in Oklahoma, Kansas, Missouri and Wyoming to destinations in 
Illinois and in central territory east of the Indiana-Illinois line 
moving en route partly over the Illinois Terminal, Litchfield & 
Madison, St. Louis, Troy & Eastern or Chicago & Alton. He 
said there was also involved the application of the intermediate 
rule considered in the leading case. Many of the complainant's 
claims, the examiner said, were based upon the combination 
rule published in Illinois Terminal I. C. C. No. 492. The com- 
plainant insisted that the rule in the Sligo Iron Store case was 
applicable and cited the Commission’s application of that rule 
in Standard Oil Co. vs. M. V. R. R. Co., 81 I. C. C. 193. The 
examiner said the complainant relied entirely upon the finding 
in the Standard Case, supra, as authority for the rates claimed. 
In disposing of the combination rule case, Examiner Hall said: 


Complainant relies entirely upon this finding as authority for 
the yates claimed. The tariff rule upon which that decision is 
based differs somewhat from the rule in issue here. The facts also 
were different there in that the shipments moved over the cus- 
tomary and natural routes. The combination rule here considered 
reads, “Where no published through rates are in effect from point 
of origin to destination on petroleum and petroleum products and 
there are in effect thereon separtely established rates to and from 
junction points, the through rate for continuous rail shipments 
thereof will be arrived at in the following manner.” This is: fol- 
lowed by the provisions, hereinbefore mentioned, for deducting 
six cents from each factor. It will be noted that the combina- 
tion rule is applicable only ‘‘where no published through rates 
are in effect from point of origin to destination.’ Through rates 
were published at time of movement from all points covered by 


this complaint except Casper, namely, proportional rates to the 
river crossings. 
A proportional rate is part of a through rate and is not 


a separately established rate to a junction point within the mean- 
ing of the combination rule. Support for this view is found in 
Charles Becker vs. P. M. R. R. Co., 28 I. C. C. 645, 651, wherein 
the commission said that free reconsignment privileges on _the 
P. M. R. R., at Milwaukee, for destinations on connecting lines 
beyond, were inapplicable on coal that had moved into Milwaukee 


from the east at prooprtional rates. The commission’s finding 
follows: 


“We are further of opinion that the second clause in rule 7, 
which provides for free reconsignment—at junction points to con- 
necting lines where no through rates are in effect to points on 
such connecting lines via such junctions—Is also inapplicable be 
cause through rates are in effect to the destinations of the ship- 
ments in question. While it is true that there are no joint through 
rates published by the carriers for shipments to the various des- 
tinations to which this traffic moves, and beyond Milwaukee it pays 
the full local rate of the outbound carrier, it does move on 4 
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h rate, namely, the proportional rate to Milwaukee. A pro- 
rtional rate is from its very nature nothing else but a part of 
ugh rate.”’ 
7 Une principle here involved, in so far as the terms of the tar- 
jffs are concerned, is no different from that in issue there. The 
combination rule in this case applied only “where no through 
rates are in effect.” In the case referred to free reconsignment 
was authorized “‘where no through rates are in effect.” There, 
as here, joint through rates were not published, but proportional 
rates were published to the junction point. The finding of the 
commission and its definition of a through rate in that case, are 
applicable here and preclude the application of these particular com- 
bination rules to complainant’s shipments. It would be against all 
rules of tariff construction to apply the combination rule as com- 
plainant contends. To compel a carrier to haul traffic for nothing 
would be unreasonable if not unlawful, but when it is further pro- 
posed to require it to pay a premium for that doubtful privilege, this 
commission should, by giving the tariffs a reasonable construction, 
prevent such an absurdity. To do otherwise would violate the very 
spirit of the law which requires carriers to collect something for 
their services. It was complainant’s right, if it elected, to ship its 
pusiness to East St. Louis and thence to Edwardsville and thence 
back to East St. Louis and thence to destination, but when it did 
so it should pay the reasonable local rates between these points. 
To require carriers to observe all possible combinations of this kind 
would be to impose an impossible burden. It is in the public interest 
that traffic should be handled by reasonably direct routes. This 
case, therefore, differs from the Sligo cases, and should not be 
understood as intending to qualify in any degree the principle there 
announced, 
Except as noted herein, the commission should find that the 
rates charged were applicable and were not unlawful. The com- 
plaint should be dismissed. 


CHARGES ILLEGALLY ADVANCED 


In a report on No. 16681, B. Heineman Lumber Co. vs. Chi- 
cago, St. Paul, Minneapolis & Omaha, Examiner Morris H. Ko- 
nigsberg disposed of a case in which the Omaha railroad al- 
lowed a consignee to reject a shipment of lumber more than two 
months after it had made delivery and returned to the consignee 
$62 which had been paid as demurrage and for unloading and 
reloading the shipment. He said the Commission should find 
that the charges had been illegally advanced and should be 
returned to the complainant. 

August 23, 1922, the complainant shipped a carload of lum- 
ber from Wausau to Stillwater, Minn. September 8 it was un- 
loaded and delivery accepted by the consignee upon payment 
of freight, demurrage and unloading charges. The consignee 
became dissatisfied with the lumber, so it was reloaed and 
shipped to Bay City, Mich., on November 8, 1922. The Omaha 
thereupon advanced to the original consignee at Stillwater the 
$62 that had been paid as demurrage and the cost of unloading. 
At Bay City these charges, in addition to the freight, were col- 
lected. The $62 was deducted from the complainant’s invoice 
for the lumber, hence the complaint. 

Konigsberg said that while the complaint alleged the charges 
so advanced were unreasonable, the real issue was as to whether, 
under the prevailing tariffs, the defendant could lawfully reim- 
burse or advance the charges and collect at destination. He 
examined every rule brought forward by the Omaha as justifi- 
cation for what it had done and shook his head, holding that 
it did not apply. He said the record showed that the shipment 
was fully delivered at Stillwater and that the subsequent move- 
ment had to be considered as a new and distinct one. 


FLAXSEED REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner H. G. Cummings in No. 
16871, Mann Bros. Company vs. Delaware, Lackawanna & West- 
ern et al., as to a rate of 26.5 cents, sixth class, on shipments 
of flaxseed from New York harbor points to Buffalo, applied on 
shipments made in 1923 and later. The report also covers a 
sub-rnumber, Spencer Kellogg & Sons, Inc., vs. New York Cen- 
tral et al. The American Linseed Company intervened in the 
case, making an allegation similar to the complainant in the 
leading case, namely, that the rate was unreasonable. 

On the theory that the movements involved were sporadic, the 
Commission, in Spencer Kellogg & Sons vs. D. L. & W., 77 
I. C. C. 249, found the sixth class rate on imported flaxseed 
from New York to Buffalo not unreasonable. In American Lin- 
seed Co. vs. Erie, 91 I. C. C. 663, it found the sixth class rate 
applied on 322 carloads, that moved over the Erie, unreasonable 
to the extent it exceeded 22 cents, minimum 56,000 pounds. In 
the earlier case, the Commission said there were no indications 
of a steady movement. The examiner in this case recommended 
a finding of unreasonableness to the extent the rate exceeded 
22 cents on a 56,000- pound minimum, and an award to both 
complainant and intervener. 


SAW LOGS OVERCHARGED 


A finding of overcharge and an award of reparation have 

en recommended by Examiner David T. Copenhafer, in No. 
16680, Oelhafen-Mondeau Company vs. Chicago & North West- 
ern, as to the combination applied on shipments of saw logs 
from Tobin’s Siding and Ramsay, Mich., to Sheboygan, Wis., re- 
consigned to Wausau, Wis., in April, 1923. The combination col- 
lected was 9 cents to Sheboygan and 5 cents beyond. Only the 
component to Sheboygan was assailed. The complainant con- 
tended that that factor was only 7 cents, applicable on “saw 
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logs and bolts for manufacture, products to be reshipped.” It 
was pointed out that the logs were manufactured at Wausau 
and the products shipped. The defendant contended that the 
7-cent component applied only on logs or bolts manufactured into 
products that were shipped from Sheboygan. The examiner said 
that if it were the intention to have the rate so limited, the 
intention should have been put into clear and unambiguous 
terms. He said the Commission should find that the 7-cent com- 
ponent was applicable on the haul to Sheboygan, although the 
manufacturing was not done at Sheboygan. 


REPARATION ON PINE PILING 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Morris H. Konigsberg, in 
No. 16248, Edward Hines Yellow Pine Trustees vs. Cincinnati, 
Saginaw & Mackinaw et al., as to rates of 50, 58 and 63 cents on 
33 carloads of yellow pine piling, some in single and some in 
multiple carloads, from Lumberton and Ansley, Miss., to Bam- 
field, Mich., the latter a point on the Au Sable branch of the 
principal defendant. The examiner said the applicable rate was 
a combination of 56.5 cents based on Au Sable. The delivering 
line defended the rates on the ground that the conditions on the 
branch line warranted higher rates. The examiner said, how- 
ever, there was nothing to show that the same condition did not 
exist on other branch lines to which a 50-cent blanket rate 
was applied. He said the Commission should find the rates 
unreasonable to the extent they exceeded 50 cents, the blanket 
rate, and award reparation. 


BROOM HANDLE RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing new rates for the future have been recom- 
mended by Examiner Leo J. Flynn, in No. 16076, Deshler Broom 
Factory et al. vs. Atchison, Topeka & Santa Fe, et al., as to rates 
on broom handles, carloads, from points in Michigan, and Wis- 
consin to Des Moines, Ia., North Kansas City and Kansas City, 
Mo., and Deshler, Neb. He said the rates should be found un- 
reasonable to the extent they exceeded, exceed or may exceed 
1.5 cents over the contemporaneous lumber rates. 


LEAD ALLOY RATES 


Examiner F. L. Sharp, in a report on No. 16419, Federated 
Metals Corporation vs. Central Railroad Company of New Jer- 
sey et al., and I. and S. No. 2416, Terne Metal from Eastern 
Points to Eastern and Central Territory, said the Commission 
should find the rates on alloys of lead, from Newark, N. J., to 
Buffalo, N. Y., Pittsburgh, Pa., Chicago, and other points in IIli- 
nois, Indiana, Ohio, Pennsylvania, New York, Kentucky and Ten- 
nessee unreasonable, had been, were and would be unreasonable 
to the extent they had exceeded, exceed or might exceed the con- 
temporaneous rates on tin in bars, pigs or ingots and also unduly 
prejudicial for the future to the extent they had exeeeded, ex- 
ceed, or might exceed, the contemporaneous rates on brass. He 
said reparation should be awarded. 

As to the I. and S. case he said the Commission should find 
the proposed increased rates on terne metal from Newark and 
Brills, N. J., to Buffalo and Buffalo rate points, and points in 
central territory, had not been justified. 


EXAMINER RECOMMENDS REVERSAL 


Examiner Thomas E. Pyne, in a report on No. 13103, Mitsui 
& Co., Ltd., vs. Director-General, on further hearing said the 
Commission should reverse the finding in the original report, 81 
I. C. C. 169, and find that the complainant had borne the trans- 
portation charges on shipments covered by its complaint. The 
commodity covered by the complaint was tin imported via San 
Francisco from China, to Chicago, Ill., Newark, N. J., and New 
York. In the original report the Commission found that repara- 
tion could not be awarded because the record failed to disclose 
any privity between it and the consignee, Mitsui & Co., of New 
York, which, according to the evidence, was a separate legal 
entity and paid, in part, the charges alleged to have been unjust, 
unreasonable, unjustly discriminatory and unduly prejudicial. It 
was further held that, as the consignee was not a party complain- 
ant in the case and was barred from becoming one by section 
206(a) of the transportation act, it was unnecessary to determine 
whether the rates assailed were unreasonable or otherwise un- 
lawful. The complaint, which, the examiner said asked only for 
reparation, was accordingly dismissed. 

On further hearing the points were cleared up to the satis- 
faction of the examiner, who said the Commission should find the 
applicable rates were unreasonable to the extent they exceeded 
$1.25 per 100 pounds; that the complainant made the shipments, 
paid the charges and was entitled to reparation, amounting to 
$6,708.20, with interest. That amount, the examiner said, in- 
cluded an overcharge. 


CHANGE IN DOCKET 
Hearing in Finance No. 3672, Excess income of the Chicago 
& Illinois Midland Railway Company, assigned for September 3 
at Washington, D. C., before Commissioner Lewis, was canceled. 
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SOUTHERN CLASS RATES 


The Trafic World Washington Bureau 


Talk of litigation to prevent the Commission putting into 
effect its decision in No. 13494, the southern class rate investiga- 
tion, has arisen among those interested. Railroads holding the 
views put forth by the Louisville and Nashville men who 
appeared as witnesses at the initial hearing at Atlanta in May, 
1922, have been considering methods for avoiding acceptance 
of the decision. It is too early to hazard a prediction on the 
outcome of the discussion now going on. 

The report, it is conceded, is more liberal to the railroads 
than was the proposed report put out by Commissioner Eastman. 
The revenue test made by applying the rates set forth in the 
proposed report reduced the revenues by more than 4 per cent. 
No revenue check has yet been made, that is, no public revenue 
test, under the rates prescribed in the report. The report, how- 
ever, is more liberal to the railroads than the proposed report, 
so that whatever a revenue test would show would not be as 
unfavorable as that under the proposed report: 

Eastern railroads have asked for an extension of time, to 
October 6, to enable them to complete such observations on the 
report as they may feel constrained to make. Commissioner 
Eastman and every other man connected with the case has 
expected the development of defects in the plan put forth as a 
substitute for what is now in existence. The present rate 
structure, like Topsy, “just growed.” The Eastman report is the 
first serious big effort to substitute a structure constructed in 
accordance with principles that have resulted from experience 
in rate making that has ever been made. The C. F. A. class 
scale is regarded as of smaller size than what has been pre- 
scribed for the south and what is in contemplation for the east. 

One of the defects that has been discovered is that the 
scale of differentials for use in border territory will cut below 
the rates that would result from the application of the regular 
scale, from points twenty-five or thirty miles north of the Ohio 
to a border territory from 150 to 250 miles south of that stream. 
Nothing of that kind was in contemplation and it is admitted 
that that is one feature that will have to be reshaped. 

The Commission, however, set forth in its report its belief 
that many situations would develop plainly showing the need 
of further revision. That is one reason why it did not definitely 
prescribe the rates but told the carriers it expected them to 
put them into effect not later than January 1. The talk now is 
that the carriers will tell the Commission they do not feel 
warranted in cutting their revenues by the amounts they would 
be reduced if the new scales were published, except upon order, 
the validity of which had been upheld by the courts. However, 
as before indicated, there is no definite decision to that effect, 
merely an idea that the much dissatisfied carriers may persuade 
those not so greatly dissatisfied ones to agree upon a plan for 
fighting. 

Back of the dissatisfied carriers, it is understood, stand dis- 
satisfied shippers, such, for instance, as some shippers at Louis- 
ville, giving aid and comfort to the railroads because they do 
not like the treatment the Commission has prescribed for them. 
Shippers themselves cannot go to court because there is no 
property right in a rate or a rate adjustment. All such shippers 
can do is to make appeals to the Commission or back such rail- 
roads as may think the Commission did unwarranted things 
when it made the decision carried in the report on the case 
mentioned. 


SUSPENDED TARIFFS 


In I. and S. No. 2495, the Commission has suspended from 
September 1 until December 30 schedules as published in fifth 
revised page 44, fourth revised page 82-E and first revised page 
87-A to Southern Pacific I. C. C. No. 4429 and supplements Nos. 
4 and 6 to Gomph’s I. C. C. No. 753. The suspended schedules 
propose to cancel through joint rates on lumber and related 
articles, carloads, from Burlington, Ore., to destinations in Pa- 
cific coast territory. The following is illustrative: 


Lumber, carloads. Rates in cents per 100 pounds, from Burlington, 
Ore., to Fresno, Calif. (A. T. & S. F.), present 49; proposed *54; 
to Bakersfield, Calif. (A. T. & S. F.), present 59; proposed 764. 


* To Sou. Pac. Co. 51%. 
+ To Sou. Pac. Co. 61%. 





In I. and S. No. 2496, the Commission has suspended from 
September 1 until December 30 schedules as published in Ameri- 
can Railway Express I. C. C. Nos. 3160 and 3161. The suspended 
schedules propose to limit the application of the present com- 
modity rates on carload shipments of fresh fruits, vegetables and 
other perishable traffic, when handled in express service, be- 
tween points in Mountain-Pacific territory and eastern and cen- 
tral points. The effect of the proposed change will be to assess 
materially higher second class rates to and from points elimi- 
nated from previous tariffs except where less-carload com- 
modity rates are provided. 

In I. and S. No. 2497, the Commission has suspended from 
September 1 until December 30 schedules as published in sup- 
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plement No. 4 to Chicago, Milwaukee & St. Paul C. M. & St. p 
I. C. C. No. B-4784; Chicago, Rock Island & Pacific I. C. C. No 
C-11462; Great Northern G. N. Ry. I. C. C. No. A-6172, and Min. 
neapolis, St. Paul & Sault Ste. Marie M. St. P. & S. Ste. yw 
I. C. C. No. 6018. The suspended schedules propose to reduce 
the storage in transit time limit from 18 months to 12 months 
on imported tea held in storage at Chicago, Ill., Minnesota Traps. 
fer and various other middle west cities. 

In I. and S. No. 2498, the Commission has suspended from 
September 1 until December 30 schedules as published in supple. 
ments Nos. 9 and 11 to Chicago & Eastern Illinois I. C. C. No. 
165. The suspended schedules propose. to increase the rates on 
grain and grain products, carloads, from 11% cents to 15% cents 
per 100 pounds, from Mt. Vernon, Ind., to Louisville, Ky., Jeffer. 
sonville, Madison and New Albany, Ind. 

In I. and S. No. 2494, the Commission has suspended from 
August 31 until December 29 the operation of certain schedules 
as published in supplements Nos. 19 and 20 to Agent A. ¢. 
Fonda’s tariff I. C. C. No. 174. The suspended schedules propoge 
to increase the rates on oil, petroleum and its products, carloads, 
from various Louisiana producing points to Orange and Roberts. 
ville, Tex. The following is illustrative: 


-From Blanchard and Shreveport, La., to Orange and Roberts. 


ville, Tex. Rates are in cents per 100 pounds. Present, 20%; pro- 
posed, 39%. 


In I. and S. No. 2499, the Commission has suspended from 
September 1 until December 30 schedules as published in New 
York Central Railroad Company (Ohio Central Lines) tariff 
I. C. C. O. C.-No. 181; supplement No. 19 to Hocking Valley Rail- 
way Company’s tariff I. C. C. No. 1858; supplement No. 20 to 
Agent B. T. Jones’ tariff I. C. C. No. 1456. The suspended sched- 
ules propose to increase and reduce the rates on salt, carloads, 
from Pomeroy, O., Dickinson, Hartford, Malden, Mason City and 
Witcher, W. Va., to Cincinnati, O., and to destinations on the 
C. & O. Ry., immediately northwest of Cincinnati (Cheviot, 0., 
to Bath, Ind.). The following is illustrative: 


To Cincinnati, O. 


B. & O. Delivery C. &. O. Delivery 


From Present Proposed Present Proposed 
PE O55. on ns cede dwes 91 12 13 12 
MGIGGR,. W:. Vibic.c cic ccitcvns 11% 12 14% 12 


In I. and S. No. 2500, the Commission has suspended from 
September 3 until January 1 schedules as published in the fol- 
lowing tariffs: The Cincinnati, New Orleans & Texas Pacific 
C. N. O. & T. P. Ry. I. C. C. No. 4571, and Louisville & Nash- 
ville I. C. C. Nos. A-15625, A-15626, A-15627, A-15628, A-15629, 
A-15630, A-15631, A-15632, A-15633, A-15634 and A-15635. The 
suspended schedules propose to assess a transit charge of three 
cents per 100 pounds on rosin and turpentine, when transited 
at Pensacola, Fla., Central, Covington, Erlanger, Latonia, Louis- 
ville and Ludlow, Ky., and Cincinnati, O., which would result in 
increased charges on this traffic. 


In |. and S. No. 2501, the Commission has suspended from 
September 3 until January 1 schedules as published in supple- 
ment No. 4 to Glenn’s I. C. C. No. A-505. The suspended sched- 
ules propose to establish a proportional commodity rate of 39 
cents per 100 pounds on wallboard, carloads, from Jacksonville, 
Fla. (on traffic originating beyond), to Miami, Fla., resulting in 
a temporary reduction from the existing class rate of 63.5 cents, 
but would result in an increase over the class rate of 32 cents 
which is published to become effective September 5, 1925. 


TENTATIVE VALUATION REPORTS 


The Commission has issued tentative valuation reports fix- 
ing final value of the owned and used property of the New 
Orleans & Lower Coast, of Louisiana, at $622,170, as of June 30, 
1918, and of the owned and used property of the San Luis Cen- 
tral, of Colorado, at $137,505, as of June 30, 1919. 


Tentative valuation reports have been issued by the Com- 
mission covering the following properties and fixing final value 
as indicated: Arkansas & Louisiana Midland Railway Company, 
as of June 30, 1918, total owned, $658,299; total used, $1,171,799; 
Savannah & Statesboro Railway Company, as of June 30, 1918, 
wholly owned and used, $349,029; and Rural Valley Railroad, as 
of June 30, 1917, total owned $5,000; total used $320,000. 


PETITIONS FOR REHEARING, ETC. 


The Texas Industrial Traffic League, intervener in Docket 
No. 15882, Marshall Mill & Elevator Company vs. Kansas City 
Southern Ry. Co. et al., has petitioned the Commission for post- 
ponement of order, reopening and oral hearing in the above en- 
titled proceeding. 

The Traffic Bureau of the Chamber of Commerce of Sioux 
City, Ia., intervener in No. 14743, Watertown Chamber of Com- 
merce vs. C. & N. W. Ry. Co., and No. 14018, Same vs. A. & W. 
Ry., has petitioned the Interstate Commerce Commission for 
postponement, reconsideration, or further hearing and modifica- 
tion of orders in the above entitled cases. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Puli Co., St. Paul, Mian. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIER 


Carrier’s Action Against Member of Coal Exchange for Demur- 
rage Charges Held Not Based on Exchange Form Alone: 
(Supreme Court of Appeals of Virginia.) Action by carrier 

against member of coal exchange for demurrage charges held 

not based on exchange form alone, but on such form together 
with stipulations in rules and regulations of exchange, which 
every member was required to sign, and privity between mem- 
pers and carrier is supplied by Code 1924, Sec. 5143, authorizing 
person for whose benefit agreement is made to sue thereon, 
though not a party thereto.—Smokeless Fuel Co. vs. Chesapeake 

& O. Ry. Co., 128 S. E. Rep. 624. 

Carrier’s Right of Action Against Member of Coal Exchange for 
Demurrage Charges Held to Arise on Apportionment of 
Charges, Rendering of Bills Therefor, and Failure of Mem- 
ber to Obey: 

Where carrier rendered to coal exchange, the general con- 
signee, an account of demurrage charges against it, and exchange 
made apportionment between members, and carrier rendered 
bills in accordance therewith, on failure of member to pay its 
proportion, a cause of action against it by carrier for demurrage 
charges arose, and could not be taken away by action of ex- 
change in subsequently rescinding its opportionment.—Ibid. 
Recourse to Regulations of Coal Exchange Held Unnecessary to 

Determine Demurrage Charges, Where Carrier’s Rights 

Based Solely on Tariffs: 

Where demurrage rates charged by carrier against coal 
exchange, as general consignee, were based solely on its tariffs, 
recourse to rules and regulations of exchange to determine 
amount of demurrage was not necessary, and it was not neces- 
sary for the rules and regulations of the exchange relating to 
demurrage charges to be filed. with the Interstate Commerce 
Commission.—Ibid. 

Tariffs Construed According to Their Language, and Intention of 
Framers Given Little Consideration: 

Tariffs are to be construed according to their language, and 
intention of framers is entitled to little, if any, consideration. 
—Ibid. 

Language of Tariffs Construed Most Strongly Against Framers: 
In case of doubt, language of tariff is to be construed most 

strongly against carrier.—Ibid. 

Written Tariff to Be Read as Whole, and Apparent Inconsisten- 
cies Reconciled, if Possible: 

Nontechnical words of a written tariff are to be given their 
ordinary significations, and instrument is to be read as a whole, 
va apparent inconsistencies should, if possible, be reconciled. 
—Ibid. 

In Ascertaining Meaning of Language of Tariff, Object Sought 
to Be Accomplished Considered: 

In ascertaining meaning of language of tariff, object sought 
to be accomplished is to be considered, and, if language is 
fairly susceptible of reasonably plain meaning, that construc- 
tion should be put thereon.—Ibid. 

Tariff Rule Held Not to Provide that Dumping of Substituted 
Car Releases Both Such Car and One for Which It Was 
Substituted: , 

Interstate Commerce Commission Tariff 8645, rule 3 (b), 
cl. 4, read as a whole, held’ not to provide that the dumping of 
a substituted car of coal into a ship.operates to release not only 
that car, but also the one for which it was substituted.—Ibid. 
Value of Services.to Shipper in. Transportation of Coal Not Im- 

paired by Dumping Cars Out of Order, so as ‘to Make Con- 

tract. Invalid: 

The service contracted for and performed under agreement 
between a carrier and coal exchange, being the transportation 
of coal and its delivery into vessels, value of services to shippers 
was not impaired by dumping cars out of order, so as to make 
contract invalid, unless shipper was given lower rate.—lIbid. 

That amount Paid by Member of Coal Exchange Pursuant to 
Agreement Different Than if Non-member Does Not Affect 
Validity of Carrier’s Charges: 

Where demurrage rates charged by carrier are same to ship- 
bers, whether or not members of coal exchange, and are in 
accordance with carrier’s filed tariffs, fact that by reason of 
pooling agreement amount paid by member is different than if 
he were non-member, does not affect validity or correctness of 
carrier’s demurrage charges, within Interstate Commerce Act, 
Sec. 6, cl. 7 (U. S. Comp. St. Sec. 8569)—Ibid. 

Right of Carrier to Make Demurrage Charges Determined by’ 
Published Tariff, Which Carrier Cannot Waive: 

Right of carrier to make demurrage charges is not mere 
matter of contract bétwéen it and a coal exchange as general 
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consignee, but is to be determined by published tariff, and car- 
rier has no choice in matter, nor could it waive such right.—Ibid. 
Contract for Carriage of Earth Requiring Defendant to Pay one- 

Half of Cost and Expenses, Held to Include Amount Paid 

by Railway to Injured Employe: 

(Court of Civil Appeals of Texas, Galveston.) Under con- 
tract for carriage of earth by railway, contractor agreed to pay 
certain kinds of expenses incurred by railway in carrying out 
contract, “and one-half all other expenses of every. kind, 
which might be directly allocated to the use of such trains,” 
held that amount paid railway employe for injuries received by 
him while assisting in operation of a train in performing work 
undertaken under contract was an expense “which might be 
directly allocated” to use of railway’s trains in carrying out 
contract; rule of ejusdem generis being inapplicable-—Houston 
Belt & Terminal Ry. Co. vs. Davis et al., 273 S. W. Rep. 676. 
Railway Held Not Entitled, Under Contract for Carriage of Earth 

at Public Switching Rate, to Recover for Trackage Charges 

Paid Municipality: 

Under contract for carriage of earth by railway at public 
switching rate of $6.50 per car, railway held, not entitled to 
recover of defendants for trackage charges paid municipality for 
use of its tracks, such switching charges being intended to 
include whole cost of transportation from points named in order 
fixing them.—Ibid. 







Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. | 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Carriers Required to Exercise Reasonable Diligence in Use of 
Equipment for Fire Protection, to Protect Shipper’s Goods 
from Fire Caused by Hazard of Shipper’s Voluntary Creation: 
(Supreme Judicial Court of Maine.) While carrier is not 

required to provide fire equipment, adequate to protect against 

loss to shipment surrounded by extra hazardous conditions, 
created by a car heated by stove temporarily erected therein, 
it is bound to exercise reasonable diligence to protect shipper’s 
goods, though hazard be of shipper’s voluntary creation; it being 

with carrier’s consent.—John Groves Co., Inc., vs. Bangor & A. R. 

Co., 129 Atl. Rep. 823. 

Verdict for Full Amount of Loss of Shipment Caused by Fire, Not 
of Carrier’s Origin, Held Error: 

Where carload of potatoes, shipped in charge of shipper’s 
agent, under bill of lading, providing that carrier would not 
be liable for loss or damage unless caused by negligence of 
carrier, was destrtoyed by fire, not caused by carrier, and 
plaintiff, in action to recover for loss, relied solely upon failure 
to furnish adequate fire protection, and failure to exercise due 
diligence in using such equipment, verdict for full amount of 
loss held error, since recovery, if any, should be limited to loss 
sustained after discovery of such fire.—Ibid. 


Whether Beverage Which Carrier Refused to Ship Into Dry State 
‘Was Beer, and Was properly Iced and Preserved Until Ex- 
amined, Held for Jury: 

(Kansas City Court of Appeals, Missouri.) Whether bev- 
erage which carrier refused to carry into dry state was beer, 
and whether it was properly iced and preserved by carrier from 
time of arrival at point outside such state until delivery to state 
chemist for examination, held for jury.—Pabst Brewing Co. vs. 
Chicago, M. & St. P. Ry. Co. et al., 273 S. W. Rep, 424, 


Carrier Receiving Shipment, Cannot Set Up Deception by Appear- 
ance as Defense to Action for Refusal to Ship Into Dry State: 
Carriers receiving shipment of beverage, with same informa- 

tion subsequently possessed cannot say, as defense to action 

for damages from refusal to ship it into dry state, that they 
were deceived by appearance of shipment when it reached point 
beyond which they refused to transport it.—Ibid. 

Whether Shipment of Beer Into State Was Unlawful at Time of 
Carrier’s Refusal to do so Held for Jury: 

Whether it would have been unlawful to introduce beer into 
Arizona at time of carrier’s refusal to ship beverage into such 
state held for jury, on evidence warranting inference of carrier’s 
knowledge that it was not for consignee’s personal use.—lIbid. 
Carriers Held Not Bound by Testimony of Their Witnesses that 

Beverage They Refused to Transport Was Not Beer: 

Carriers sued for damages from refusal to transport bever- 
age into dry state held not bound by testimony of plaintiff’s 
brew master and chemist, put on stand by defendants, that bev- 
erage shipped was not beer, in view of evidence contradicting 
them.—Ibid. 

Terminal Carrier Bound by Initial Carrier’e Knowledge of Ap- 
pearance of Shipment When Received for Transportation: 
As connecting carrier is initial carrier’s agent in forwarding 
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goods, and initial carrier is agent of terminal carrier in making 

contract of carriage, latter is bound by initial carrier’s knowl- 

edge of appearance of shipment of beverage when received by 
initial carrier for transportation into dry state.—Ibid. 

Rules for Proving Bailee’s Liability for Conversion Stated: 
(Supreme Court, Appellate Term, First Department.) Plain- 

tiff may make prima facie case of conversion by showing delivery 

to bailee and failure to redeliver on due demand, and burden of 
going forward then shifts to bailee; but bailee may make prima 
facie defense by showing that goods were destroyed by fire or 
other element, or were stolen, and it is then plaintiff’s duty to 
show that loss was caused by bailee’s negligence or affirmative 

act.—Feld et al. vs. Slaven, 210 N. Y. S. 525. 

On Plaintiffs’ Failure to Go Forward with Evidence After Truck- 
man Made Out Prima Facie Defense, Complaint Should Have 
Been Dismissed: 

Where truckman, who arrived at pier too late to deliver 
plaintiffs’ goods to steamship company, proved that he stored 
goods overnight in warehouse, in which they were destroyed by 
fire, burden was on plaintiffs to show loss was caused by truck- 
man’s negligence, and, in absence of such proof, complaint 
against truckman, who had no control over warehouse, and who 
was blameless as to fire, should have been dismissed.—Ibid. 


CARRIAGE OF LIVE STOCK 


Contract, Limiting Liability of Carrier, Permissible During Gov- 
ernment Control: 

(Court of Civil Appeals of Texas, Austin.) During govern- 
ment control, contract between railroad and shipper, limiting 
common-law liability of railroad, was permissible.—Gulf, C. & S. 
F. Ry. Co. et al. vs. Harrell et al., 273 S. W. Rep. 661. 


Contract, Limiting Recovery for Loss in Shipment, Construed to 
Permit Recovery for Damages, Not to Exceed Specified 
Value of Animals: 

Where contract limited recovery for loss of sheep in ship- 
ment to $3 per head, recovery for damage in shipment is not 
limited to part of actual loss computed on basis of proportion of 
value specified in contract to actual value found by jury, but 
recovery could be had for actual damages not to exceed value 
specified in contract.—Ibid. 

Contract Between Shipper and Railroad, Limiting Liability, Held 
Not to Require Damages to be Measured by Value at Ship- 
ping Point: 

Shipping contract, providing that payment for loss should 
be made only on basis of actual cash value at time and place 
of shipment, but not to exceed value specified, did not require 
damages to be measured by value at shipping point rather than 
value at destination in condition in which animals should have 
arrived, and, in absence of pleading or proof of actual value at 
—— point, it was not necessary to take it into consideration. 

id. 


DELAY IN TRANSPORTATION OR DELIVERY 


Connecting Carrier Held Not Liable for Damage to Nursery 
Stock by Freezing, Not Due to Its Delay: 

(St. Louis Court of Appeals, Missouri.) Connecting carrier 
held not liable for damage to nursery stock by freezing, though 
shipment was delayed where freezing was proximate cause of 
damage, and would have occurred had there been no delay.— 
Mount Arbor Nurseries vs. New York, C. & St. L. R. R. Co. et al., 
273 S. W. Rep. 410. 

Shipment in Interstate Commerce Governed by Federal Law 
Applicable: 

An interstate shipment is wholly governed by federal law 
applicable.—Ibid. 

Liability of Carrier for Damage to Interstate Shipment Governed 
by Federal Laws, Contract, and Common-Law Principles 
Promulgated by Federal Courts: 

Liability of carrier for damage to interstate shipment by 
freezing is governed by federal laws, contract between parties, 
and common-law principles promulgated by federal courts.—Ibid. 
Liability of Initial Carrier for Damage to Interstate Shipment 

Subject to Carmack Amendment: 

Liability of initial carrier for damage to interstate shipment 
was subject to Carmack Amendment (U. S. Comp. St. Sec. 8604a, 
8604aa), making initial carrier responsible for loss on its own 
line or a connecting carrier.—Ibid. 

Whether Nursery Stock Was Negligently Delayed by Carrier, 
Thereby Subjecting It to Frost, Held for Jury: 

In action against carrier for damage to nursery stock by 
freezing, whether initial carrier negligently delayed shipment, 
thereby subjecting it to frost, held for jury.—lIbid. 

Unexplained Delay Presumed Negligent: 

Where carrier fails to explain for shipment of perishable 
freight consuming much more than usual time for transporta- 


tion to destination, it will be presumed that delay was negligent. 
—Ibid. 


Carrier Required to Transport Interstate Shipment of Perishable 
Nursery Stock Within Reasonable Time to Destination: 
Carrier is required to exercise diligence in transporting 

interstate shipment of perishable nursery stock within reason- 

able time to destination.—Ibid. 


Mere Delay of Shipment by Carrier Does Not Establish 
Negligence: 
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Mere delay by carrier of a shipment does not of itself estap. 

lish negligence.—Ibid. 

Instructions Held to Set Forth Constituent Elements of Negligent 
Delay by Carrier: 

Instructions in shipper’s action against carrier, for damages 
to nursery stock by freezing, held to sufficiently set forth cop. 
stituent elements of negligent delay.—Ibid. 

Burden of Proof on Party Alleging Negligence: 

a of establishing negligence is on party who asserts 
it.— A 
Instruction in Action Against Carriers for Damage to Shipment 

Held Properly Refused as Misleading: 

In shipper’s action for damage to nursery stock by freezing, 
instruction that burden of establishing carriers’ negligence was 
on plaintiff, and that, unless jury found that carriers were negli. 
gent, verdict should be for them, and that mere proof of delay 
did not of itself establish negligence, though abstractly correct, 
held properly refused as being misleading under evidence.—Ibid, 
Instruction Held Properly Refused as Attempting to Raise a 

False Issue: 

In action against carriers for damage to nursery stock by 
freezing, instruction that plaintiff, by ordering box car in which 
to make shipment, assumed risk of damage from freezing, and, 
as injury was caused by shipment being made in a box car, 
verdict should be for carriers, held properly refused as attempt- 
ing to raise a false issue, where cause of action was based on 
negligent delay.—Ibid. 

That Court Granted New Trial as to One of Defendants Held Not 
to Require Granting of New Trial as to Other, Where Their 
Liability Was Several: : 

In action against initial and connecting carriers for damages 
to nursery stock by freezing, that court granted new trial as to 
one of defendants did not require it to grant new trial as to 
other; their liability being several.—Ibid. 


HEARING ON COAL RATE 


The cancellation of a rate on coal from Buffalo and Buffalo 
Junction points to Sparland, Ill., is involved in I. and S. 2445, 
heard before Examiner Sharp at Chicago, September 1. 

R. A. Williamson, chief of tariff bureau, the Nickel Plate, 
testified for the respondents that the one rate the carriers de- 
sired to cancel was published in the N. Y. & St. L. supplement 
6 to I. C. C. N. K. P. 4594, and that it was an unremunerative 
rate as compared with other rates for the same service involving 
similar traffic conditions. He first gave a history of the rate, 
tending to show that it was brought about by general revisions, 
and then made comparisons of it with coal rates into the South, 
into Canada and to the Middle West. He entered exhibits to 
support the comparisons, setting forth instances where ton mile 
earnings on coal ran from 8.5 mills to 10.5 mills, whereas, on 
the present rate to Sparland of $5.28 a net ton, the ton mile 
earnings were only 5.4 mills. 

He said the protestant appeared to be concerned over the 
fact that the carrier had not attempted to cancel the rate to 
Lacon, Ill., a point about eight miles from Henry, IIl., where the 
protestant was located, and two miles from Sparling. He said 
no movement had been found to Lacon and little to Sparling, 
but that Henry, taking the Sparling rate, took most of the coal 
by way of the Nickel Plate. He said that because no movement 
was found to Lacon, the rate to that point was virtually a paper 
rate, and would be cancelled by the carrier. 

The rate that would be in effect, should the cancellation of 
the present one be allowed, he said, was $6.46 a net ton, yielding 
a ton mile earning of 6.6 mills. 

A. J. Lindgren, coal dealer, Henry, IIl., testified as protestant, 
saying that he was concerned because nothing had been said 
about cancelling the rate to Lacon and, if that rate were not 
canceled, it would result in a discrimination in favor of that 
point against Henry. He said he was also concerned with the 
level of the proposed rate, because the people in the district 
where he operated would turn to using oil as fuel if coal went 
any higher in its price delivered. Under cross examination, he 
admitted that he knew nothing of the cost of installing oil burn- 
ers nor whether or not the change in price that would be worked 
by the higher rate would be sufficient to make it profitable for 


consumers in Henry to go to the expense of changing their heat- 
ing systems. 


RECORD SILK SHIPMENT 


The Great Northern Railway recently handled two trains 
of import silk from the Orient to eastern destination, the 
movement being considered somewhat of a record. 

The first train consisted of ten baggage cars, one coach, 
consuming a total time on the Great Northern of 39 hours, 28 
minutes; average speed 45.2 miles an hour. The second 
train consisted of nine baggage cars, one coach, total time, 38 
hours, 50 minutes; average speed 45.9 miles an hour from 
Seattle to St. Paul. 

According to records of the Admiral Oriental Line, the 
silk was transported from Yokohama to New York, 7,397 miles, 
in the shortest time ever made by such shipments—13 days, 4 
hours, 25 minutes, including transfers. 
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Industrial Traffic Departments 


Twenty-third of a Series of Thirty Articles on the Organization and Management of Industrial 
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signee, destination, route, special marks, and other details are 
sent to the forwarder, with a request that he attend to the 
shipment for the manufacturer. Invoices, packing lists, and 
other documents to be forwarded to the foreign customer are 
also sent so that the forwarder may have complete information 
as to goods to be handled. On the information received, the 
forwarding concern books space aboard the desired sailing and 
arranges for the acceptance of the goods by the ocean carrier 
when they arrive at port and are prepared for shipment. 
Since the forwarding agent is the consignee of the rail or 
water shipments made by the manufacturers to the port, the 
arrival notices, announcing the arrival of the goods at destina- 


To describe the operation of a traffic department of a freight 
forwarding house is to describe the whole organization of the 
forwarding concern for, except for a few financial functions, the 
freight forwarding concern is occupied exclusively with traffic 
and transportation matters. The growth and expansion of foreign 
trade, the increase in number of transportation agencies, and 
the complexity of foreign import customs laws, have made it 
virtually impossible for small exporters at inland cities to at- 
tend to the details of shipping goods abroad. Freight forwarders 
have established offices at the principal ports and inland cities 
to attend to these matters for the exporters, acting as the foreign 
shipping department of the concerns they represent. Larger 


TYPICAL BUSINESS ORGANIZATION OF A LARGE OCEAN FREIGHT FORWARDING COMPANY 


Organized According To A Geographical Plan of Division. 
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exporting houses and manufacturers with their own foreign 
shipping departments do not rely on freight forwarders for all 
their overseas transportation work, but even these concerns 
often use the forwarders to attend to certain details of their 
work or turn over goods to forwarders to be shipped to certain 
Parts of the world. Freight forwarders are experts in foreign 
traffic technique and function in connection with foreign shipping 
Much as traffic service bureaus function in connection with 
domestic traffic. Each acts as the adviser and representative 
of concerns that are not fully equipped with traffic departments 
to attend to all phases of the traffic and transportation work of 
their companies. 

_ The exporter, wishing to have a shipment forwarded abroad, 
ships the goods to seaboard consigned in care of a freight for- 
warder and makes his wishes known as to the ultimate consignee 
and destination of the shipment. The freight forwarder accepts 
the goods at the port and attends to all exporting details as an 
agent of the exporter. 

The manufacturer usually ships the goods from the factory 
by rail or water carrier on a straight domestic bill-of-lading, 
consigning the goods to the forwarder and marking the bill-of- 
lading with notations showing how the goods are to be exported 
and lightered if such service is necessary. The export notation 
on the bill-of-lading is necessary in case lower export rates are 
available. The original bill-of-lading and instructions as to con- 
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tion, are sent him by the carriers. Arrangements must then be 
made for the delivery of the goods by trucks, railroad cars, or 
lighters, to the receiving piers of the ocean carriers or to the 
vessels directly. It is important that the railroad bills-of-lading 
«be marked, “For Export,” and “For Lighterage,” as has been 
mentioned previously, in order that the lower export rates, if 
such are published, be assessed and so that lighterage or de- 
livery to vessels or piers may be performed without additional 
expense to the owner of the goods. Otherwise, the forwarder 
will be obliged to arrange for delivery and pay additional cartage 
or lighterage charges for the account of his principal. 
additional free time is usually allowed freight for export— 
another reason for emphasizing the importance of marking the 
bills-of-lading with a notation that the goods are to be exported. 
After free time has expired, demurrage is assessed on carload 
freight and storage charges on less than carload shipments. 
The latter may be removed to public warehouses at the risk and 
expense of the owner. The forwarder must arrange shipments 
from the interior so as to have them delivered at the ports 
neither too late nor too early to make connections with the 
sailings of the steamships on which space has been booked. 
Failure properly to attend to this vital detail may result in 
unforseen charges that may prove disastrous to the manufac- 
turer’s hope of profits. 
At the time space is booked for a selected sailing, ocean 








522 THE TRAFFIC WORLD 


steamship companies usually issue shipping permits, instructing 
the receiving department of the carriers to accept a given 
amount of cargo from the concern in whose name the permit is 
issued between certain dates for the consignee and destination 
indicated. Armed with this assurance that the goods will be 
accepted, the forwarder attends to the transfer of the freight 
from the inland to the ocean carriers.. After the entire ship- 
ment has been received by the ocean carrier, a dock receipt 
confirming the amount and nature of the goods, the shipper, 
consignee, destination, steamer on which to be forwarded, marks, 
value, measurement and weight is issued by the steamship com- 
pany. From the evidence of delivery witnessed by this docu- 
ment, the regular ocean bDill-of-lading is issued later by the 
general offices of the steamship company. The dock receipt, 
meantime, is held by the forwarder as the official record of the 
delivery of the goods to the ocean carrier. The dock receipt is 
surrendered when the ocean bill-of-lading is executed. 

An export declaration, stating the nature and value of the 
goods as well as full particulars as to the shipper, ultimate desti- 
nation, consignee, point of origin, marks and other identifying 
information, is sworn to by the forwarding agent and filed with 
the United States Collector of Customs at the port of export. 
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Marine insurance is often placed by the forwarder to protec 
the interests of the owner of the goods against marine hazards 
Certificates of origin are executed in case shipments are destineg 
to countries where American goods take lower preferential tariff 
duties and non-dumping statements are made, certifying that the 
goods are not sold at less than the regular American domestic 
price, in case of shipments to countries of the British Empire 
requiring such statements. 

Another important function of forwarders is the accumula. 
tion of small package shipments from a number of shippers into 
larger single shipments to a particular foreign country. These 
small shipments, in themselves too small to warrant the use of 
a full steamship bill-of-lading, are often packed in single con. 
tainers ahd forwarded to their correspondents abroad, who under. 
take the redistribution of the consolidated shipments to the 
individual consignees for whom they are intended. In shipping 
such combinations of small shipments, the forwarding agents 
usually have the ocean bills-of-lading executed in their own 
names as shippers and themselves or their correspondents as con. 
signees. 

The scope of the work performed by freight forwarders and 
the tremendous amount of petty but important details incident to 


BUSINESS ORGANIZATION OF A TYPICAL LARGE FREIGHT FORWARDING COMPANY 


Organized According to a Functional Plan of Division 
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A power of attorney designating the forwarding agent as the 
agent of the shipper for customs purposes in the exportation of 
the shipment of goods covered by the declaration is executed by 
the shipper of the goods. The information contained in export 
declarations is the source of the statistical data of the export 
trade of the United States. 

The dock receipt and the export declaration are presented to 
the ocean steamship line by the forwarder, together with the 
ocean bill-of-lading, which is usually, but not always, made up in 
the forwarder’s office. The agent of the steamship line signs the 
official bill-of-lading after comparing the data shown on the ex- 
port declaration, dock receipt, and bill-of-lading. 

Consular invoices, to be filed at the office of the consul of 
the country to which the goods are exported, are executed by 
the freight forwarder and sworn to by him as agent of the 
shipper. The customs regulations of all countries do not require 
that consular invoices be filed with the consul at the port of ex- 
port, but nearly all the Latin-American nations do. The require- 
ments, when they do require such documents, are exacting, and 
errors or frauds are punishable by severe penalties. 


the assembling and forwarding of a multitude of small ship 
ments, as well as a large volume of larger shipments, makes a 
highly developed traffic organization necessary. 


B. Olney Hough, in “Practical Exporting,” writes in this con- 
nection: 


Needless to remark, all these operations applied in taking care 
and keeping track of hundreds or thousands of packages every week, 
involve an immense amount of detail and clerical work. It must be 
remembered that all the formalities necessary in any foreign shipment 
have to be attended to, including, usually, the securing of adequate 


marine insurance and possibly the preparation and certification of 


complicated consular invoices. In countries where the latter docu- 
ments are necessary, the employment at seaport of an agency of some 
description is really unavoidable by an inland manufacturer. 

E. B. Filsinger, in his “Exporting to ow ” enu- 
merates the following services performed by forwarders operating 
into that section of the world:* 


1. Prompt dispatch of shipments. 
2. Quoting rates for steamship space. 


*Page 478. 
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3. Locating shipments on arrival at ports. 
4. Transfer of goods to steamship lines. 
5. Obtaining government permits for exports when such permits 
are necessary. ; ; 
6. Attending to necessary shipping details, including applications 
for space, et cetera. 
7. Contracting for freight rate. 
sg. Arranging for necessary insurance. 
9. Preparation of drafts and other documents. 
10. Forwarding of the papers to destination. 
11. Arranging for discount of drafts (either on own account or 
for that of shipper). 
B. Olney Hough lists several other important functions are 
of material value to inland exporters:* 


12. Dispatching goods on C. O. D. (Collect on Delivery) basis, 
sending along to their foreign correspondents the manufacturers’ 
invoices to be collected abroad plus all charges that may be involved, 
the proceeds to be ultimately returned to the American shippers. 

13. Through delivery direct to customers’ places of business 
abroad through agency connections. 

14. Prepaying ocean charges for account of shipper and payment 
of inland freight charges due on freight sent to them collect by the 
shippers. 

15. Warehousing goods in own warehouse or renting warehouse 
space for account of shipper. 


16. Conducting express and parcel business. 

This summary of the duties of freight forwarders serves to 
indicate the type and size of organization required. Some of them 
are exceedingly large while others are smaller, yet are organized 
so as to divide the work of the concern among the employes. 

Many freight forwarding concerns are corporations, with a 
president, vice-president, secretary, treasurer, and other corporate 
officers, who may or may not hold other positions and perform 
other functions in the management and operation of the business. 
In some cases a general office is maintained at the most important 
port served with branch offices at other ports and sometimes 
offices at important inland shipping points. Each subsidiary 
office is in charge of a branch manager or agent, responsible for 
the satisfactory performance of the work within his respective 
district. Concerns of smaller size often delegate the work at other 
cities to correspondents of affiliated forwarders located at those 
points. The volume of business of such companies often does 
not justify the establishment of permanent branches with the 
necessary Offices and retinue of clerical assistants. 

In larger organizations clerks in charge of sub-departments 
or desks attend to the discharge of specialized parts of the 
routine work of the organization. One sub-department or desk 
may attend to rates, another to expediting and tracing of goods, 
another to dispatching of goods from cars to steamer and from 
steamer to cars, another to the preparation of steamship and other 
export papers, another to insurance, another to drafts and docu- 
ments, another to clearing import goods through customs or ar- 
ranging for the forwarding of goods in bond to final inland desti- 
nation, another to warehousing arrangements, and another to the 
consolidation of small shipments into larger single ocean freight 
or express shipments. Smaller organizations are usually not so 
completely subdivided, one bureau or desk performing, in such 
cases, several allied functions. The number of subdivisions and the 
nature of the work performed in each such division is determined 
by the size of the concern, the volume of business, the number of 
employes, and the policy of the company as to delegation of work 
among the employes. No generalizations can be safely made. 
The organization chart shown herewith may be regarded as 
typical of the mode of subdivision commonly found in the larger 
forwarding companies in the United States. 


The typical large forwarding company is managed by a 
president and vice-presidents, if a corporation, or .by several 
firm members, if a partnership. 


Subordinate to these managerial officers, who control the 
policy of the company, are the agents, who attend to the foreign 
work of the concern. These agents, in some cases, are cor- 
respondent firms, paid for their services on a commission basis, 
usually accompanied by an annual retainer payment. In other 
cases full time agents are employed, devoting their entire time 
to the work for the one company. Only the larger ocean freight 
forwarding concerns employ such exclusive agents. 

The managers of the branch offices at interior points also 
are responsible to the management. As in the case of the for- 
eign agents, the inland representatives are sometimes firms of 
inland forwarders, devoting their time to the work of several 
ocean forwarders as well as doing other independent business. 
In such cases annual retaining fees are customarily paid and 
additional compensation on a commission basis is usually paid 
for each individual bit of work attended to. Some ocean for- 
warding concerns have a sufficient volume of business at given 
inland points to warrant full time representation. In such cases 
representatives are employed to manage the inland offices and 
supervise the work of whatever clerical personnel is deemed 
necessary. 

At other principal ocean ports, agents or branch office man- 
agers are employed to superintend the business of the company 
moving via such ports. These agents are, again, correspondent 
firms on retainer and commission compensation bases or full 
time salaried representatives of branch office managers, de- 
pending on the volume and importance of the business trans- 
acted. No matter what their status, such representatives usually 
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report to and are responsible directly to the heads of the cor- 
poration or members of the firm. 

One or several brokerage or forwarding managers are found 
in typical organizations, subordinate to the executive heads of 
the concern. These men are in charge of the solicitation and 
booking of inbound or outbound freight to or from concerns 
within the United States. Larger companies have soliciting and 
traveling agents whose business it is to get freight for the 
concern to handle. Smaller concerns confine their solicitation 
efforts to efforts to obtain accounts by the solicitation of the 
brokerage or forwarding managers and by correspondence from 
the head or local offices. Brokerage commissions are often 
paid other forwarding concerns for business which the latter 
control. This department is of considerable importance in every 
forwarding concern, regardless of size. It amounts to the sales 
department of the company and the success of the whole organ- 
ization depends largely on the success of this branch in obtaining 
business. 

The heads of the forwarding or brokerage departments usu- 
ally supervise the work of the home office force in handling 
the shipments. A forwarding manager or chief clerk usually is 
in direct charge of the detailed work of the subordinate em- 
ployes. This routine work is usually divided among the mem- 
bers of the staff according to one of two general plans of dis- 
tribution. One plan is a division of the work along geographical 
lines and the other a division on a functional basis. The first 
or geographical plan is illustrated by the organization chart 
shown herewith. Here all the routine work of forwarding ship- 
ments is parceled out among a number of sub-departments or 
desks, specializing in business for a given section of the world. 
The chief clerk or bureau manager attends to all details con- 
nected with forwarding freight into the section which his bureau 
specializes in. One bureau or desk attends to all European 
shipments, another to far eastern, another to shipments for the 
east coast of South America, another to the west coast of South 
America, and so on, depending on the territories into which the 
company does business and the volume of forwarding into each 
field. 

Each desk or bureau has its own staff of clerks and stenog- 
raphers and the head of each such division is responsible for 
the work of his organization to the chief clerk or manager in 
charge of forwarding. A separate division usually attends to 
the detailed work in connection with the movements of freight 
within the United States. This bureau is usually supervised 
by a bureau head or chief clerk, who is responsible to the man- 
ager of forwarding, and is manned by a complement of clerks 
and stenographers sufficiently large to attend to the detailed 
work. 

All phases of forwarding, including dispatch of shipments 
from the ports, rate quotations, space bookings, permits, placing 
insurance, preparation of shipping documents, papers, and drafts, 
financing, through shipment arrangements, payment of charges, 
warehousing, storage, transfer, and other services in connetcion 
with individual shipments for any section of the world, are per- 
formed entirely by the division specializing in that field. 


This plan is in direct contrast to the second plan of func- 
tional division in which a separate bureau or desk attends, to 
rate work, another to dispatching shipments, another to booking, 
another to warehousing, storage, and transfer of goods, another 
to permits, another to paper work, another to insurance, another 
to charges, and another to parcels business for all shipments 
to all sections of the world. An organization chart of a com- 
pany organized along such lines is also shown herewith. The 
larger the organization built up under such a plan, the more 
detailed is the subdivision of the work. Separate desks or bu- 
reaus are usually found in large concerns handling only one or 
a few functions, while in smaller organizations one bureau may 
handle several or a number of functions. The earmark, how- 
ever, of subdivision of work according to functions distinguishes 
all such organizations clearly from geographical organizations. 


An advertising department, under a manager or bureau 
chief, is found in nearly all organizations, attending to general 
publicity work, newspaper, trade journal, and general periodical 
advertising, announcements of sailings, and, in general, forward- 
ing the interests of the company by bringing its services and 
facilities to the attention of potential users. The work of this 
bureau or department supplements the efforts of the soliciting 
and brokerage staffs in obtaining new business and retaining 
old accounts. 


A chief accountant, office manager, or similarly titled de- 
partment head supervises the work of the filing clerks, stenog: 
raphers, telephone operators, messengers, and other office work- 
ers. The larger organizations have a number of such employes 
who are subordinate, usually to a chief clerk in charge of filing, 
stenographic chief, chief messenger, and chief operator. An im- 
portant subdivision of the office manager’s or chief accountant’s 
department, in many forwarding concerns, is the accounting and 
finance department. Here the accounts of the various clients 
of the company are kept, bills sent out, payments for account 
of clients regorded, and other necessary financial and accounting 
services performed. In smaller organizations, this work is often 
done by various employes as part of their duties or by a smaller 
specialized organization as a full time job. 
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JULY OPERATING RESULTS 


Gross operating revenues in July of Class I carriers having 
a total mileage of 236,659 miles, amounted to $522,426,600, an 
increase of $40,600,560, or 8.4 per cent, compared with the same 
month last year, according to reports filed by the carriers with 
the Commission and tabulated by the Bureau of Railway Eco- 
nomics. In its monthly review of earnings, the Bureau said: 


Operating expenses totaled $382,905,000, an increase of $12,- 
804,570, or 3.5 per cent over those for the same month last year, 
although freight traffic in July this year, measured in net ton- 
miles, was approximately 14 per cent greater than in July, 1924. 

he net railway operating income of the Class I railroads in 
July was $99,462,735, compared with $74,368,289 in July last year, 
or an increase of $25,094,446. 

The net operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals, but before 
interest and other fixed charges are paid. 

The net railway operating income of the Class I railroads for 
the first seven months this year amounted to $537,165,541, which 
was at the annual rate of return of 4.53 per cent on property 
investment, compared with $466,718,335, or 4.06 per cent, for the 
same period last year. 

Earnings by districts for the first seven months this year, with 


the percentage of return, based on property investment on an 
annual basis, follows: 


Per Cent 

ee en | SI So Sie's: 0 «0d .0\0)'s 0 widrbiend $ 21,579,069 4.26 
I SINR os 60:0 00 o 00 0:0 8s em meres 111,296,304 5.47 
COOMENE POUMCOEM FOBIGM ce ccc cccccccccecees 118,127,495 4.71 
TNE, Sivcccccccesecceveeneee 35,536,693 6.89 
eens TOGEET GIBCPICE... 0 cciccccccvceres 286,639,561 5.15 
NS ORT re 87,164,969 5.69 
BEGUM UOMEOTE TORIONM. 6c cccccccveccceces 41,672,625 2.71 
COOMENEE CT OMOOTE TOMIOM. 2c ccccccccsccccce 77,596,296 3.51 
WOIUVONOOTE TOMTOM ccccccscvcccvecsceese 44,192,190 4.32 
co eer ea 163,461,011 3.43 
EE NEE ctietpteeass.- -coccineee $537,165,541 4.53 


Twenty-four Class I railroads operated at a loss during the 
month of July, of which six were in the Eastern, one in the 
Southern and seventeen in the Western districts, 

Expenditures for maintenance made by the Class I railroads 
in July totaled $180,281,600, an increase of $7,618,270, or 4.4 per 
cent over July last year. Maintenance of way expenditures alone 
in July totaled $74,959,549, an increase of $1,767,000, or 2.4 per 
cent, compared with July last year. Expenditures for mainte- 
nance of equipment totaled $105,322,051, an increase of $5,851,250, 
or 5.9 per cent, over July one year ago. 

Carriers in the Eastern district had a net operating income 
ih July of $53,830,680, compared with $37,749,371 in July last year. 
Freight traffic in the Eastern district in July, according to in- 
complete reports, was about seventeen per cent above the cor- 
responding period last year. Gross operating revenues of the 
eastern carriers totaled $264,111,983, an increase of 10.3 per cent 
over July the year before. Operating expenses totaled $190,793,- 
100, an increase of 4.1 per cent above the same month last year. 
Class I carriers in the Eastern district during the first seven 
months this year had a net operating income amounting to $286,- 
539,560, compared with $239,909,000 during the corresponding 
period last year. 

Class I carriers in the Southern district in July had a net 
operating income of $12,040,930, compared with $8,806,630 in July 
last year. Freight traffic on the southern roads in July was about 
16.5 per cent above the same month last year. Gross operating 
revenues of the southern ¢arriers in July totaled $65,672,416, an 
increase of ten per cent over the same month last year, while 
operating expenses totaled $49,345,400, an increase of 4.3 per cent 
over July, 1924. The net operating income for the Class I rail- 
roads in the Southern district for the first seven months this 
year*was $87,164,969, compared with $77,021,619 during the same 
period last year. 

Carriers in the Western district had a net operating income 
in July of $35,591,122, compared with $27,812,282 for the same 
month last year. Freight traffic in the Western district showed 
an increase of approximately 8.5 per cent over July, 1924. Gross 
operating revenues of the western carriers totaled $192,642,195, 
an increase of 5.5 per cent over July last year, while operating 
expenses totaled $142,766,550, an increase of 2.4 per cent. Class I 
carriers in the Western district during the first seven months 
this year had a net operating income of $163,461,000, compared 
with $149,787,693 during the same period one year ago. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 22 
totaled 1,080,107 cars, according to reports filed with the car 
service division of the American Railway Association. 

This was the sixth consecutive week that loadings exceeded 
the million mark and was the greatest number of cars loaded 
in any week so far this year, exceeding by 15,314 cars the pre- 
ceding week. Compared with the corresponding week last 
year, it was an increase of 97,347 cars and an increase of 10,192 
cars over the corresponding week in 1923. It also was a sub- 
stantial increase over the corresponding weeks in 1920, 1921 
and 1922. 

“This heavy freight movement was largely due to an in- 
crease in the number of cars loaded with coal in anticipation 
of the strike of anthracite miners which became effective Sept. 
1, but it was also due to a considerable increase in the number 
of cars loaded with miscellaneous freight as well as with 
grain and grain products,” the A. R. A. said. “The present 
freight traffic is being handled without transportation difficulties 
by the railroads which have approximately 200,000 surplus 
freight cars in good repair and immediately available for service, 
while they also have more than 6,000 serviceable locomotives in 


storage ready to be installed in service whenever traffic con- 
ditions require them.” 
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Loading by districts the week ended August 22 and for the 
corresponding period of 1924 was as follows: 


Eastern district: Grain and grain products, 9,017 and 10,142: 
live stock, 2,571 and 3,233; coal, 52,657 and 40,469; coke, 2,494 and 
1,634; forest products, 5,352 and 5,315; ore, 5,386 and 4,273; mer- 
chandise, L. C. L., 71,979 and 66,869; miscellaneous, 105,798 and 
93,515; total, 1925, 255,254; 1924, 225,450; 1923, 257,140. 

Allegheny district: Grain and grain products, 3,928 and 3,756; 
live stock, 2,458 and 3,200; coal, 50,698 and 41,735; coke, 4,436 and 
3,402; forest products, 3,240 and 3,540; ore, 12,166 and 8,140; mer- 
chandise, L. C. L., 53,634 and 50,715; miscellaneous, 87,122 and 83,832: 
total, 1925, 217,682; 1924, 198,320; 1923, 231,044. 

Pocahontas district: Grain and grain products, 263 and 266; 
live stock, 305 and 297; coal, 40,939 and 31,819; coke, 527 and 301; 
forest products, 1,853 and 1,577; ore, 98 and 65; merchandise, L. C. L., 
6,939 and 6,934; miscellaneous, 4,736 and 5,033; total, 1925, 55,660; 
1924, 46,292; 1923, 43,864. 

Southern district: Grain and grain products, 3,830 and 4,377; 
live stock, 2,117 and 2,312; coal, 26,992 and 19,992; coke, 791 and 
757; forest products, 23,400 and 24,077; ore, 1,360 and 1,348; mer- 
chandise, L. C. ., 40,802 and 38,689; miscellaneous, 51,1387 and 
48,264; total, 1925, 150,429; 1924, 139,816; 1923, 136,173. 

Northwestern district: Grain and grain products, 19,857 and 
15,326; live stock, 7,851 and 8,406; coal, 8,073 and 6,376; coke, 1,140 
and 684; forest products, 15,884 and 14,804; ore, 37,528 and 31,324; 
merchandise, L. C. L., 33,455 and 30,057; miscellaneous, 42,653 and 
34,927; total, 1925, 166,441; 1924, 141,904; 1923, 175,273. 

Central Western district: Grain and grain products, 13,946 and 
21,368; live stock, 11,532 and 13,666; coal, 16,414 and 14,685; coke, 262 
and 296; forest products, 13,245 and 11,039; ore, 3,444 and 2,829: 
merchandise, L. C. L., 38,240 and 36,205; miscellaneous, 64,784 and 
62,133; total, 1925, 161,867; 1924, 162,321; 1923, 156,751. 

Southwestern district: Grain and grain products, 4,362 and 6,297; 
live stock, 3,012 and 3,060; coal, 5,322 and 5,191; coke, 158 and 156; 
forest products, 8,177 and 8,938; ore, 473 and 433; merchandise, 
L. C. L., 14,857 and 14,458; miscellaneous, 36,413 and 30,224; total, 
1925, 72,774; 1924, 68,757; 1923, 69,670. 

Total, all roads: Grain and grain products, 55,203 and 61,632; 
live stock, 29,846 and 34,174; coal, 201,095 and 160,267; coke, 9,808 and 
7,230; forest products, 71,151 and 69,290; ore, 60,455 and 48,412- 
merchandise, L. C. L., 259.906 and 243,927; miscellaneous, 392,643 and 
357,928; total, 1925, 1,080,107; 1924, 982,760; 1923, 1,069,915. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 
Five weeks in January .............. 4,450,993 4,294,270 4,239,379 
Four weeks in February ............ 3,619,326 3,631,819 3,414,809 
Four weeks in March................ 3,694,916 3,661,922 3,662,552 
Four weeks in April .....ccccccccce- 3,721,662 3,498,230 3,764,266 
ECO WORE DE FD bic iccece ce ccscces 4,854,720 4,473,729 4,876,893 
Four wea 8) JUM6 2... ..cccccccess 3,956,011 3,625,182 4,047,603 
PORE WEONE TE GET io ciisccecccescaes 3,887,834 3,524,909 3,940,735 
Week ended August 1............... 1,043,063 945,613 1,033,466 
Week ended August 8 ............... 1,051,611 941,407 973,750 
Week ended August 15 .............. 1,064,793 953,408 1,039,938 
Week ended August 22 .............. 1,080,107 982,760 1,069,915 


WORE. . oxavieccetosmunneeGivwnds 32,425,036 30,533,249 32,063,306 


LUMBER SHIPMENTS 


Reports received by the National Lumber Manufacturers’ 
Association from 367 of the larger softwood mills of the country, 
for the week ended August 29, indicated slight increases in 
production and shipments, with a noticeable gain in new busi- 
ness, a8 compared with reports from 356 mills for the preceding 
week. Satisfactory increases were noted in all three items in 
comparison with the same period a year ago. 

The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Corresponding Preceding Wk., 





Past Week Week, 1924 1925 (Revised) 
PE sh ccapinnewawecees 367 344 356 
Production 250,164,981 217,874,202 247,677,055 
Shipments 245,232,923 230,105,896 243,453,055 
Orders (New Bus.).. 258,046,065 219,839,820 241,784,224 


The following revised figures compare the lumber move- 


ments for the first thirty-five weeks of 1925 with the same period 
of 1924: 


Production Shipments Orders 
ND au s.oWdleleSiae worse 8,518,993,317 8,412,360,140 8,288,144,407 
BOE Voie icceeaeubes 8,145,554,876 8,099,415,423 7,849,041,171 
TORS TAG. cc cccciavccs 373,438,441 312,944,717 


439,103,236 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
17,355 cars the week ended August 29, as compared with 17,490 
(revised) cars the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. Ship- 
ments were reported as follows: 


Apples, 1,370 cars; cauliflower, 58 cars; cabbage, 431 cars; canta- 
loupes, 1,111 cars; celery, 172 cars; cucumbers, 155 cars; grapefruit, 
2 cars; grapes, 1,432 cars; lemons, 174 cars; lettuce, 699 cars; miscel- 
laneous melons, 203 cars; mixed citrus fruits, 25 cars; mixed decidu- 
ous fruits, 453 cars; mixed vegetables, 550 cars; onions, 551 cars; 
oranges, 332 cars; pears, 1,456 cars; peaches, 1,730 cars; peppers, 
51 cars; plums and prunes, 137 cars; string beans, 21 cars; sweet 


potatoes, 628 cars; tomatoes, 636 cars; watermelons, 1,681 cars; po- 
tatoes, 3,297 cars. 


EXTENSION OF A. C. L. IN FLORIDA 
The Atlantic Coast Line has been authorized by the Com- 
mission to construct and operate a 27-mile line from Immokalee 


to — Lake, Fla., to serve a rich agricultural and timber 
region. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


HELPING THE TRAFFIC DEPARTMENT 


Editor The Traffic World: 

In our economic arrangement we have many different 
branches of industrial and commercial activity. Each branch, 
although having the same object in view—the making of a 
profit—has a method of operation which varies from that fol- 
lowed by the others. 

The several departments of any business, concerned with 
the carrying on of any commercial or industrial activity, base 
their purposes and methods on the particular plan of operation to 
be followed, and to this principle of business existence the 
traffic department is no exception. 

The employees of any department of a business concern 
should thoroughly understand the particular class of business 
activity to which that concern belongs and the proper sphere 
of that class in the economic scheme as a whole. In other words, 
the men on whose performance of duty the successful operation 
of the concern depends, ought to have an understanding of 
“what makes the wheels go around as they do.” 

The traffic department of any business institution can only 
fulfill its proper purposes when not the one directing its work- 
ings, but all the assistants have a knowledge of the purpose 
of that branch of business as a whole and that institution in 
particular. Just as different businesses achieve their ends 
through different means, so do traffic departments of such busi- 
nesses vary their method of operation to attain the desired 
results. 

Before employees of a traffic department can efficiently 
handle affairs entrusted to it, they must posses, in degrees con- 
sonant with the character of work handled, some knowledge 
of the fundamentals underlying common carrier transportation, 
the history of it, the relation between the carriers and the state, 
the carriers, and the public, the applicable statutes, and the 
method of publication and application of charges for services 
rendered for hire. The traffic worker must understand the 
application of the effective tariffs naming rates on products 
in which his company is interested and the proper interpreta- 
tion of these schedules. 


In addition to this knowledge and technical ability, the 
traffic worker should have a training along the special lines 
just previously referred to, if the department is to meet its 
obligations to the company of which it is a part fully and 
satisfactorily. 


Efficiency in a traffic manager requires that he, of course, 
possess this knowledge and direct his department so that its 
broadest functions will be achieved. It hardly seems possible 
that any traffic manager can attain this result unless those 
whose activity he supervises also have this special knowledge. 

This information can be more satisfactorily passed on to 
the members of a traffic department in written form than orally. 
The principles of a business, the purpose of the traffic depart- 
ment in a particular branch of business, and general directions 
for efficient operation of a department so that the desired ends 
will be brought about, make up a manual which should be in 
the hands of every department member, which he can study, 
and refer to at all times. 


For instance, in the jobbing business, the traffic department 
should thoroughly understand the jobber’s distributive function, 
the purpose of the traffic department of a jobbing concern (to 
increase net profit), the means through which the department 
endeavors to accomplish its purpose (by reduction of cost of 
sales; by increase of sales); how the department reduces cost 
of sales (by providing efficient distribution of products) and 
increases sales (by effecting safe and prompt delivery of ship- 
ments to dealers and or at the lowest possible expense); the 
several factors involved in accomplishing these ends should 
be fully detailed, followed by a discussion of these factors and 
pertaining facts, covering the entire field of the department’s 
endeavors, that everyone concerned will realize the importance 
of, and assist in, obtaining for the concern every possible trans- 
Portation advantage that is reasonable and just, and protecting 
the concern, as far as possible, from every disadvantageous and 
unjustly discriminatory transportation condition and circum- 
stance with which it must contend. 

The method of organization of the department should be 
set forth, the duties of the several sections outlined, and ex- 
planation made, in a general way, of the practices and pro- 
cedures to be followed in performing the duties of the 
department, 





Properly to provide this information, such a manual 
would consist of two parts: first, the principles on which the 
operation of the business and the traffic department are based 
and a discussion of these principles; second, methods of de- 
partment operation to carry out efficiently these principles. 
Following these pages might well be an appendix of blank forms 
to be used in efficiently conducting the work. 

It is believed that, if the traffic managers will take the 
pains to prepare or procure, for the members of their depart- 
ments, a manual of principles and methods such as referred to, 
the department will more efficiently achieve its paramount pur- 
pose—the increasing of net profit—with resulting betterment 
to the department as a division of the business concern, and to 
the workers in it. Especially does it appear such plan will 
assist in training the assistants to fit themselves for positions 
of greater responsibility in that class of commercial or industrial 
activity, giving them a broader view of the business with which 
they are a part, than if their training was wholly technically 
traffic. This breadth of knowledge should make the value of 
the traffic department greater to the concern of which it is 
a division. W. E. Aebischer, traffic manager, 

Chicago, Sept. 1, 1925. Winchester-Simmons Co. 


MOVING IMPORT FREIGHT 


Editor The Traffic World: 

The question has undoubtedly arisen in the mind of many 
an inland man whether someone was “stalling” him with ex- 
cuses as to why his goods had not moved from some recent 
steamer arrival. This article is not intended to be a defense 
or a criticism of the situation, but rather to recite some of the 
factors which enter into import transportation and control the 
dispatch. Freight is not deliberately delayed, as there are ex- 
penses resulting to all parties involved and there are conditions 
where anyone of several lines could handle a given shipment 
and the line you have selected takes no chances of losing your 
tonnage. Every car delayed blocks other cars, resulting in more 
trouble and expense. 


All of the necessary operations are regulated by time limits. 
A limit is placed on steamers in which to pass their entry pa- 
pers, to obtain a permit to discharge cargo, of twenty-four hours 
after arrival. Consignees are allowed only forty-eight hours in 
which to file customs entry for release. Cargo is allowed to 
remain on the dock only six days and at some ports less. A 
steamer must complete discharge in twenty-five days. There 
are serious penalties attached to all these regulations. Obstacles 
arise after the goods are discharged and placed on the dock. 
The point to make clear in connection with discharging a 
steamer of miscellaneous freight is that five to ten thousand 
tons cannot be discharged in a day or two. It takes, perhaps, 
ten days, more or less, to load and stow this cargo, depending 
on the class of merchandise; and while, perhaps, it can be un- 
loaded in less time, it is clear that any particular lot of mer- 
chandise has only a small chance of being the first to come off 
and receive immediate attention. Heavy, bulky freight is stowed 
in the bottom of a ship, as far as possible. It should be under- 
stood that the cargo has to be hoisted out of the ship by slings . 
and is not trucked by hand through ports in the side of the ship. 


Discharge is influenced by many things. Stevedores and 
longshoremen have to be gathered and the number of these 
workers available depends on how many other ships are in port. 
In bad weather hatches are not opened and discharge does not 
continue until the danger of damage has passed. Most freight 
steamers handling miscellaneous cargo have five hatches or 
holds. These are entirely separate units. Cargo which has trav- 
eled from one to ten thousand miles settles down in the ship 
and the individual packages are very firmly locked, making it 
a slow process to extract a key package and start discharging 
freely. This situation is met at every tier and. compartment. 
It is often the second day before a freighter makes much 
progress. 


The forward holds of the steamer may deliver cargo more 
freely than the stern, or vice versa, causing a serious list to ship, 
and to overcome this dangerous condition, discharge must stop 
from the holds causing this trouble and all activities directed 
to the slower working parts of the ship. It occasionally happens 
that a ship discharges freely from all holds and faster than it 
can be removed, thus blocking the pier and halting further dis- 
charge until some of the cargo has been taken away. No work 
is done on holidays or Sundays. 
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Cargo is not discharged directly to cars, in many instances, 
but must be sorted on the dock as it comes from the ship. 

The next action is the examination, sampling, and some- 
times weighing of dutiable goods by customs authorities. Fre- 
quently entire packages must be taken to the U. S. appraiser 
stores for detailed inspection and these packages must wait for 
government bonded trucks for transfer, as appraiser stores are 
not always located at or near point where the ship docks. 

The customs entry being passed and goods released and 
shipping papers in the hands of transportation line, the next 
move is to get the shipment loaded into cars. It may happen 
that the docks are congested and a particular lot is not accessi- 
ble on account of being hemmed in against the wall by a large 
amount of other freight. Again, only a portion of any particular 
lot may have come out of the ship and, further, the lot may be 
widely scattered on the dock. Perhaps all the cars on the switch 
are loading on other lots which are more accessible and action 
will be held up on any one lot until this string of cars is loaded 
and another string sent in. 

When a steamer has experienced some accident, there are 
insurance formalities to be attended to and cargo is often held 
pending signature of bonds, etc. Also, in connection with this 
same matter, the surveyors have to inspect cargo before it 
leaves the pier. All these little items add to the general com- 
plexity of things and, of course, consume some time. Not in- 
frequently several packages of a lot are discharged in bad order 
and need to be recoopered and, of course, this slows down the 
dispatch of that particular lot. 

Perhaps the greatest difficulties occur at a port like New 
York, where a large portion of tonnage is handled by railroad 
lighters from importing steamer to rail terminal. This adds sev- 
eral more factors to an already complicated situation. Most of 
the railroads serving a port are interested in the cargo of 
steamers carrying miscellaneous merchandise and each sends 
one or more lighters to the pier where ship is discharging. The 
available space to tie up is limited and sometimes no berth can 
be found for the lighter. After the lighter has delivery it may 
happen that there are other lighters, boats and floats hemming 
it in, preventing its return to the terminal. If the lighter has 
orders for several lots for different consignees, it may have 
delivery of some lots and be waiting for the others, or, until 
receiving sufficient tonnage to warrant going back to the ter- 
minal, not wanting to give up present berth. Even after lighter 
has possession of goods it must wait for the tug, unless it hap- 
pens to be one of a few self-propelled lighters now in use. 

On arriving at railroad terminal, there is also present the 
delay of Sundays, holidays and bad weather; perhaps some 
congestion. The lighters must be discharged to railroad pier 
and the freight reidentified on bills of lading and loaded into 
cars, with at least some of the same factors being encountered 
all over again which are previously mentioned in connection with 
steamer discharge and loading into cars. 

It is obvious that there is quite a contrast in shipping do- 
mestic freight from factory or storehouse and moving import 
freight direct from the ship. In the case of full cargo for one 
or two consignees, the problems are much simplified. Also, 
cargo arriving on passenger or combination passenger and 
freight boats, being much less volume, does not experience some 
of the difficulties which face the regular freighter. 

This subject has purposely been dealt with in its worst 
form. Too many subjects are handled with their best clothes 
on and are misleading. Occasionally, records are made and 
stunts performed which build up enthusiasm to a point where 
smart feats are repeated until they are taken to represent regu- 
lar conditions and encourage the giving of assurances and per- 
haps guarantees to that end. It is thrilling to read about some 
of the silk movements from Japan to New York in twenty days 
or less, but what does this mean to those outside of the silk 
industry? Yes, it is good publicity for steamship and railroad 
lines and the seaport through which it arrives, but one cannot 
help but feel that the other consignees having cargo on the 
boat made some sacrifice, as do those all along the line where 
traffic is sidetracked as a courtesy to the silk movement. What 
would result if the same effort could be spread out thin with 
some thought for each consignee? 


The closing thought is that a steamer may be advertised as 
having arrived in port, but a bombardment of telegrams from 
anxious consignees will not help to discharge the ship and load 
cars the following day. Steamer may be held at quarantine for 
health precautions or unable to get to dock until weather clears. 
The problems are largely physical handicaps. There could easily 
be more restrictions than now exist, but what acutally occurs 
is the fullest co-operation between steamer agents, U. S. cus- 
toms, and railroads. 


Boston, Mass., Aug. 28, 1925. H. L. Harrington. 





ABANDONMENT APPLICATION 


The Denver & Rio Grande Western Railroad Company has 
applied to the Commission for authority to abandon 2.74 miles 
of track from Capers to Graneros, Colo., and 5 miles of track 
from Larimer to Lascar, Colo. 
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D. H. Shoffner has been made traveling freight agent of the 
Norfolk & Western at Jacksonville, Fla. F. R. Valentine has 
been appointed traveling freight agent at Birmingham, Ala. 

Clyde C. Tiffany has been made traffic manager of the Beg. 
ver Products Company, Inc., at Buffalo, N. Y. He was previously 
in the service of the New York Central as chief clerk ang 
commerce assistant to the vice-president in charge of traffic. 

The office of the Michigan Paper Mills Traffic Association 
has been moved from Chicago to Kalamazoo, Mich. James F. 
Dougherty, traffic manager, continues in charge. 

W. L. Thornton, Jr., has been appointed secretary-traffic 
manager of the Eastern Carolina Wholesale Dealers and Manv- 
facturers Association at Wilson, N. C. 

Henry Jones Ford, who served as a member of the Com- 
mission several years ago under a recess appointment by Presi- 
dent Wilson, died, August 29, at Blue Ridge Summit, Pa. He 
was 74 years old. He had made his home in Washington for 
the last few years. 

Matthew Hale, known in Shipping Board circles as an ad- 
vocate of the development of ocean shipping at south Atlantic 
ports, died in Washington, August 29. He was 43 years old. 
He was a member of the National Merchant Marine Association, 
United States Ship Operators’ Association, South Atlantic States 
Association, and the American Merchant Marine Joint Commis- 
sion. 

In The Traffic World, August 22, it was stated that Henry 
J. Dentzman had been promoted to assistant general freight 
agent for the C. & E. I. at Chicago. Mr. Dentzman is at St. 
Louis. M. F. Enright, W. L. Burke and M. A. Roche, the pro- 
motions of whom to commercial agents were mentioned in the 
same notice, are also located at St. Louis. 

C. L. Chapman has been appointed assistant to the vice- 
president of the Erie at New York. G. C. Manning has been 
made freight traffic manager. 

G. Murray Campbell has been appointed district freight rep- 
resentative of the Baltimore & Ohio at Jacksonville, Fla. 

F. J. Danner, formerly general traffic manager of the Moline 
Plow Company, has been appointed in charge of the newly 
opened traffic department of the Chase Bag Company at Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


; The Traffic Club of Newark, N. J., will hold its next meet: 
ing September 14, to be followed by its annual outing at the 
Mazdabrook Country Club, Parsippany, N. J., September 17. 








The Cincinnati Traffic Club will hold a farewell luncheon 
in honor of its departing president and organizer, R. E. Smith, 
manager, the Universal Carloading and Distributing Company, 
September 14, at the Hotel Gibson. 





The Los Angeles Transportation Club held a luncheon and 
meeting August 31, under the auspices of the Lincoln Fireproof 
Storage Company. Eugene W. Biscailuz was the speaker. 





The Women’s Traffic Club of San Francisco, at. its second 
August meeting, was addressed by William C. Fitch, freight 
claim agent, Southern Pacific. Mr. Fitch, in his talk, brought 
out the thought that, in the past, women in the traffic world 
were hardly considered more than merely uninterested pieces 
of office machinery, but that through the organization of the 
Women’s Traffic Club they had manifested that they really were 
vitally interested in their work. He also emphasized the fact 
that California, through its women, had come into the limelight 
in that she was the first state to establish a traffic association 
for women only: He declared that he would consider it a privi- 
lege to aid and assist in establishing the organization ‘so firmly 
that it would prove, not a mere “flash in the pan,” but an or- 
ganization through which it would be possible for women of 
San Francisco, interested in traffic matters to get together. 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, September 1. F. B. Barnes, western di- 
vision manager, “Nation’s Business,” spoke on “A New Type 
of River Navigation.” 





The Traffic Club of Minneapolis secretary for the last 
twelve years, W. W. Gibson, has resigned to enter the practice 


of law in that city, He will be succeeded by Frank S. Pool, of 


the Pool-Parker Company, who was the first president of the 
club. 





The Traffic Club of Wichita held its first luncheon and 
meeting of the fall season at the Elks’ Club September 3. 





The Transportation Club of Louisville has decided to have 


its annual dinner at the time of the meeting of the Associated 
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Traffic Clubs of America in Louisville, October 7 and 8. Dele-* 
gates to the meeting of the association will be guests. Alfred 
p, Thom, general counsel, Association of Railway Executives, 
will be the principal speaker. 





The Transportation Club of Seattle has begun the publica- 
tion of a bulletin containing news and personal notes about 
the club, its members and traffic matters. The third number 
has recently been issued. 


ABANDONMENT OF N. P. BRANCHES 


The Northern Pacific has been authorized by the Commission 
to abandon its 13-mile Marysville branch from Clough Junction 
to Marysville, Mont., and its Red Mountain branch from Helena 
to Rimini, Mont., a distance of 13 miles, 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the medium for getting the 
men and the positions in touch with each other. The rates for 

— ee ae oe are as follows: insertion, 
lin mum charge insertions, 
words to the line; numbers and abbreviations counted as words; 
¢ point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held im strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago. Tl. 

POSITION WANTED—Young man stenographer, 24, broad rail- 
road experience, who is really interested in traffic work, desires 
permanent connection with traffic department of railroad. Address 
Box 843, care Traffic World, Chicago, Ill. 








E 








WANTED—A go-getter to take charge of industrial Traffic Bur- 
eau in the South’s most important gateway. Must be a convincing 
salesman as well as seasoned rate expert. An excellent opportunity 
for a responsible commercial traffic man well versed in rates and 
rate structure and with sales ability to become established in in- 
dustrial traffic work. We have a large tariff file, the business founda- 
tion and unsurpassed facilities. Your compensation will be governed 
by results and limited only by your own ability, resourcefulness and 
energy. Address Box 845, care Traffic Word, Chicago, IIl. 


RAILROAD COMPANY desires to place its efficient comptroller 
and purchasing agent who is eliminated by a reorganization. He 
has had over 10 years’ experience in all accounting practices and 
purchasing for both rail and water operation and interchange. State 
and Interstate Commerce accounting, including valuation and re- 
capture procedure. Member American Railway Accounting Officers’ 
Association. Highest references. Salary $4,000. Address, Comptroller, 
Room 1022, 29 Broadway, New York, N. Y. 


TRAFFIC MANAGER—Now employed. Reorganization makes 
services available. With present concern in this cpaacity ten years. 
Fully experienced all matters traffic management and control. Have 
participated in important rate negotiations. Address Box 841, care 
Traffic World, Chicago, Ill 


WANTED—Stenographer-Rate Clerk. Live young man for busy 
rate department commercial organization. Must be rapid and ac- 
curate stenographer and typist. State age, experience, married or 
single, religion, salary expected. Address Box 839, care Traffic World, 
51 East 42nd Street, New York City. 


THREE SALESMEN—Liberal terms to competent men who can 
make good in placing the best Traffic Service Contract. We are 
well organized and equipped. Thirty-seven years in business and 
writing the most desirable to the purchaser Traffic Service contract 
containing many exclusive features and all desirable clauses to be 
found in contracts issued by any other Bureau. This company has 
the disposition to and the “Hard Boiled” rate men to carry out 
every promise. The Freight Audit Company, Chicago. 


TRAFFIC MANAGER—Business executive having devéloped all 
Possibilities present connection seeking larger opportunities. Sixteen 
years present industry. Proven ability. Law student. Address 
TMBE,” care Traffic World, Chicago, Ml, 

















COAL CARS WANTED—Fifty Hopper Bottom hundred thousand 
Capacity. Address Box 885, care Traffic World, Chicago, Ill, 


WeBind The Tratfic World 


In Best Grade Buckram 
== for $2.25 Per Vokume (26 Numbers) 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 




















AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 

STORED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 

(Lowest Insurance Rates in Southwest) 
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YOUR COPY IS WAITING FOR YOU 


“s It Can Be Done,”’’ a very interesting ,’ 
prospectus telling about the remarkable oppor- *” 
tunities in the Traffic Field, has just come “3 
off the press. wf s 


Send for Your FREE Copy TODAY i road 


¢ 
¢ 
¢ 


Soe 
There are thousands of positions |-” a o 
of responsibility for men who 8 se “ 
can carry the message to Garcia. Hy Oe" 


g* . > S 
Let us give you full particu- aff; er 
lars about our unique plan free A , 
MX EFS 0 & 
COLLEGE OF ADVANCED “ot *" 
608-618 South “Ph 
TRAFFIC, Dearborn roy f. op es s . r 
CHICAGO, ILL. 3" 9 ® 

“ © 


IN CHICAGO 


YOU CAN OBTAIN 


THE AMOUNT OF SPACE YOU REQUIRE 
THE RAILROAD FACILITIES YOU NEED 
THE TYPE OF BUILDING YOU WANT 
THE SORT OF LOCATION YOU DESIRE 


Full Information Regarding 
Any Kind of Property on Switch Track or Dock 
Furnished by 


LOUIS B. BEARDSLEE & CO. 
160 N. La Salle St., CHICAGO State 8323 


Here ~ ‘s s Knot 3 
He Cant Untie 


He is trying to steal a few units and force the boards 
bank 0 the theft will not be hoticed until arrival at des- - 
tination. Shy 

But he can’t untie the Signode Seal with its bands of 
steel. Even if tools were used, the seal could not be re- 
placed and the theft would at once be apparent. Signode 
Sealed Steel Strapping protects shipments from pilfering 
and damage the world over. : 

The band flows from a reel and is sealed in a second. 
Time and effort is minimized—no nails are needed. Send 
for sample coil and try it out on your own shipments with- 
out the slightest obligation, or if you prefer, a word will 
bring our catalog, complete information, and prices. 


CONSOLIDATED STEEL STRAPPING CO. 
2613 N. Western Avenue CHICAGO, ILL., U.S. A. 


Offices in All Principal Cities — Branches in Most Foreign Countries 


SIGNODE 


the Sealed Steel Strapping 


We also manufacture Loop-the-Loop Round Wire Rein- 
foroomant, Apet Box Szepiing, Corentes Fasteners, Pail 
Clasps, utch-nails, Etc. or complete catalog. 
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HANEY RESIGNATION REQUESTED 
The Traffic World Washington Bureau 


President Coolidge has asked Commissioner Bert E. Haney, 
of Oregon, to resign from the Shipping Board and the Commis- 
sioner has declined to do so. In a telegram to Haney, President 
Coolidge said: “It having come to my attention that you are 
proposing to remove Admiral Palmer contrary to the understand- 
ing I had with you when I reappointed you, your resignation 
from the United States Shipping Board is requested..” 

In a letter replying to President Coolidge, Mr. Haney, in 
effect, contended that he had been open and above board about 
his opposition to Palmer as head of the Fleet Corporation, and 
that he had not said anything that could be construed as having 
given the President the impression that he was agreeing to keep 
Palmer in office. 

Haney is serving under a recess appointment. The Presi- 
dent may end his term by not sending his nomination to the 
Senate in December. It is understood, however, that Haney prob- 
ably will retire before that time and that he did not respond at 
once to the President’s request because of the possible implica- 
tion that he had not kept his word. 

The President’s request for the resignation of Haney is re- 
garded as additional evidence that the President intends that 
Palmer shall have a free hand in operating the government mer- 
chant marine. 

Commissioner Haney’s letter to President Coolidge follows: 


I am in receipt of your telegram of the 27th instant, reading 
as follows: ‘ 

“It having come to my attention that you are proposing to 
remove Admiral Palmer contrary to the understanding I had with 
you when I reappointed you, your resignation from the United 
States Shipping Board is requested.” 

When you honored me, last June, by tendering a _reappoint- 
ment, I stated that I was reluctant to accept, not only for per- 
sonal business reasons, but because I was not in sympathy with 
retaining President Palmer at the head of the Fleet Corporation. 

At your request, the reasons for my opposition to President 
Palmer were fully and frankly stated, and were in substance as 
follows: First, without questioning his ability as a naval officer, 
I considered him incompetent from temperament and lack of ex- 
perience to discharge the duties imposed by the merchant marine 
act of 1920 upon the Shipping Board, whose agent he was; second, 
because he seemed determined not to confer with the board upon 
any of the questions which came within its peculiar province un- 
der the statute, which involved the board’s discretion, and could 
not be delegated to the president of the Fleet Corporation; and, 
third, because he seemed disposed to proceed along lines inde- 
pendent of board action, although he was by his appointment 
created the board’s agent. This course, in my view, was in some 
instances a violation of the statute, or not in accordance with the 
legislative intent as expressed in the statute. 

Upon your invitation, I stated at length my views on these 
subjects, without equivocation or evasion. There certainly was no 
express understanding concerning the continuance in office or 
removal of President Palmer. I regret exceedingly that you could 
have any misunderstanding as to my purpose and intent in the 
event of my reappointment, for I knew that you had been in- 
formed by Senator McNary that I would not, and in addition to 
that I myself had definitely advised you that I could not, accept 
a reappointment if any conditions whatsoever were attached to 
that reappointment. 

I did not intend by word or act to lead you directly or indi- 
rectly, Mr. President, to understand that if reappointed I would 
be a party to continuing Mr. Palmer as president of the Emer- 
gency Fleet Corporation. You knew that I had voted against his 
re-election within two weeks before the time we had our con- 
ference on the subject of reappointment. You also knew that I 
vigorously opposed the adoption of a resolution granting any 
powers to the president of the Fleet Corporation which the statute 
expressly imposed upon the board itself. 

I did not intend by word or act to lead you to think my view 
of President Palmer and his activities, which I expressed to you, 
would change, unless there was a change in his administrative 
policy. Under these circumstances, in justice to myself, I am 
compelled to say to you that I am _ not conscious of having in 
any way caused you to have reached the understanding referred 
to in your telegram. 


Obviously, Mr. President, to have given you any such promise 
as that implied by your eo would have amounted to a total 
disregard of my oath of office and my obligation to Congress, 
whose sole agent I am. Such a promise and disregard of my 
official oath and the consummation of such an understanding would 
have obligated me to support the administration of the merchant 
marine act by the president of the Fleet Corporation, however 
inefficient, notwithstanding the fact that the law imposed upon 
me, as a commissioner of the Shipping Board, the duty to support 
and maintain an efficient administration. 


I think that I understand the purposes which Congress had 
in mind when the merchant marine act was enacted and when 
it by law, in express terms, required the President to recognize 
bi-partisan appointments and geographical sections in the ap- 
point of the members of the board. The act specifically declares 
its purpose to be’to create a merchant marine (1) for the national 
defense; (2) for proper growth of our foreign and dometsic com- 
merce; and (3) to serve as a naval or military auxifiary in time 
of war or national emergency. I respectfully direct your atten- 
tion to the fact that while the merchant marine act of 1920 pro- 
vides for the operation and disposition of vessels and shipping 
property, it also directs the board to keep clearly in mind at all 
times the declared purposes of the act which I have mentioned. 

The board, when once appointed by the President, in conform- 
ity with the statute, is an independent agency of the United 
States government and is vested by the statute with large and 
important discretionary powers which the members thereof are 
compelled to exercise independently of any other governmental 
agency so long as the law is in force and, with the exception of 
the power of removal for causes specified in the act, the members 
of the board are responsible only to the legislative body. 

The powers conferred upon the board are largely judicial in 
their nature, involving the exercise of discretion; and these powers 


cannot be delegated by the board to Mr. Palmer or 

agent. It may be answered that if any of these powers have oe 
delegated to the president of the Emergency Fleet Corporatio: + 
was done by act of the board itself; but even if that be conced it 
the attempted delegation of power does not deprive any indivians 
pean age — vd =. o— to —— his opinion pa 

and to vote, under the sanction of 
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3 erefore, I am to be asked to resign because I h 

fit to exercise the power expressly conferred upon me by Conenae 
in urging the removal of an inefficient agent of the board a 
I submit that the control of the operation and disposition of thy 
merchant fleet is taken from this bi-partisan and sectionally 
constituted body and placed in the hands of one man, for whos, 


actions the board is responsible, 
e Gaakeel. Pp but whose actions it cannot direg 


_ _My opposition to President Palmer’s administration i 

tion to the reasons above stated, is based upon the ieltewine 

His policy, of necessity, fails to carry out the purposes of the 
merchant marine act, because such policy not only is failing to 
establish a merchant marine sufficient to carry a major Portion 
of our commerce, but, on the contrary, our merchant marine is 
carrying less and less each year. 

Again, the purpose of the act to establish a military ang 
naval auxiliary is being disregarded in that the number of vessels 
in use and available for such purpose is being steadily reduced 
and, last, but not least, under his administration we are losing 
American commerce to foreign shipowners, one of the very things 
the act in question intended should not occur. 

Under these circumstances, Mr. President, for me to comply 


with your request that I resign would carry an i 
I cannot permit. ” . ee ee 


Commissioner Haney has made it plain that he does not 
desire to remain on the Shipping Board and that he will quit if 
the President bases his request for the resignation on grounds 
not implying that he broke faith with the President with regard 
to retention of President Palmer as head of the Fleet Corpora- 
tion. As long as the request for his resignation rests on the as- 
sumption that he did not keep a promise made to the President, 
according to the commissioner, he will not resign. 

Reports from Swampscott represented the President as hold- 
ing “that when Mr. Haney thinks it over he will see the im- 
propriety of trying to remain on the board when he is not willing 
to carry out the law.” Mr. Haney said he could not understand 
that. He remarked that he was upholding the law. 

Mr. Haney was reappointed as a member of the Shipping 
Board last June. The Senate not being in session, a recess ap- 
pointment was given him. His commission reads that he is ap 
pointed to serve “at the pleasure of the President.” It is held 
by some that the President may remove Mr. Haney by simply 
withdrawing the commission. It is conceded that the President 
may settle the matter in December by simply nominating some 
one else for the place. Under the merchant marine act, the 
President may remove a commissioner for “inefficiency, neglect 
of duty, or malfeasance in office.” 


In any event, Mr. Haney, by his letter to the President, has 
made up the “record” so far as he is concerned. He intends, so 
long as he remains on the board, to continue to urge the dis- 
missal of Mr. Palmer. It is understood he will, in the near 
future, unless he is removed in the meantime, make another for- 
mal motion that the board accept the resignation of Mr. Palmer. 
Resignations of officials of the Fleet Corporation are held by the 
board, the resignations being given at the time officials take their 
positions. A motion to remove Mr. Palmer was made at a ses- 
sion of the board recently by Mr. Haney. This, it is understood, 


—— the telegram from the President asking for the resig- 
nation. 


Reduction by the Fleet Corporation, in the last two years, 
of the number of vessels in operation, is one of the complaints 
lodged against Mr. Palmer by Commissioner Haney. Less than 
two years ago, Mr. Haney says, there were 386 ships in opera- 
tion, while the number in service about two weeks ago was ap- 
proximately 250. The commissioner also charges that services 
are not being kept up by the Fleet Corporation. 


There are a number of angles to the situation developed by 
President Coolidge’s request for the resignation of Mr. Haney. 
Conflict between the Fleet Corporation and the Shipping Board 
as to the duties of each body has been emphasized. Mr. Haney 
contends that the board, charged by Congress with responsibility 
for the government fleet, cannot delegate its power to the head 
of the Fleet Corporation. President Coolidge, on the other hand, 
wishes Mr. Palmer to operate the fleet without interference from 
the Shipping Board. In the view of Mr. Haney and others who 
agree with his interpretation of the merchant marine act, there 
is now but one course to pursue and that is to have Congress 
pass definitely on the question at issue—Shall the fleet be oper- 
ated by the Fleet Corporation without interference from the 
Shipping Board? If Congress answers the question affirmatively, 
it must amend the merchant marine act so as to separate the two 
bodies, it is contended. So long as the law is in its present form, 
it is contended, members of the board will assert the authority 
conferred by the present law and the “harmony” desired by the 
President will not be possible of attainment because disputes 
will continue to arise, as they have in the past, as to the au- 
thority of the board and of the Fleet Corporation. 

Another phase of the situation is that the President, by 
asking for Mr. Haney’s resignation for the reason that the com- 
missioner has opposed Mr. Palmer, has, in effect, served notice 
on the other members of the board that they may expect similar 
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MEMPHIS, 
TENNESSEE 


The Most Centrally Located Distributing 
Center in the United States 





















































REASONS, 
Not Statistics 


OU aren’t particularly interested in 
the statistics of THE PORT OF 
f HOUSTON—what you want to know 

is HOW THE PORT OF HOUSTON 
CAN SERVE YOU BEST. We will try to 
tell you. : 


Ghe 
Port of Houston 


offers economic, speedy distribution of 
merchandise sent via the port to all Texas 
common points and°*to points in Oklahoma, 
Arkansas, Louisiana, Arizona, New Mexico, 
Colorado and other States. 


Through the Public Belt Line, all switching 
is handled to the SEVENTEEN RAIL- 
ROADS that serve The Port of Houston at 
a minimum cost. 











Home of the Largest Merchandise 
Warehouses in the South 


THE MEMPHIS TERMINAL 
CORPORATION 


AMERICAN SCRUBBING EQUIPMENT SALES CO. 
m of Blectric Scrubbi 
aia ee 


April 4, 1925 





Memphis Terminal Corporation, 
1001 Falls Building 
Menphis, Tenn. 


Gentlemen: 





Thank you for your letter of March 50th. acknowledging receipt 
of our letter of March 27th. 





Fast freight and package car schedules— 
ample and efficient warehousing facilities— 
all combine to make The Port of Houston 
the LOGICAL AND STRATEGIC GATE- 
WAY through which to either ENTER OR 
LEAVE the Empire of the Southwest with 
its vast potential market, absorbing the fin- 
ished product, and its even vaster industrial 
possibilities, which are fast developing the 


Would you be interested in knowing that we are receiving better 
and quicker service from the Memphis Terminal Corp., than render- 
ed us from any of the other 26 warehouses used: by us in the 
United States. 


And, may we further add, we think that we have tne pick of tne 
warehouses in the Cities from which we distribute our commodities. 


We believe iu telling our Warehouses when we do not approve of 
the service rendered us and we also believe in telling them wnen 
it pleases us. 


Host of our correspondence has been with your Mr. Blackburn of 
the Merchandise Department and we would like to extend to hip 
our appreciation of the immediate attention ne gives our corres- 
pondence and delivery orders and for she spirit of cooperation 
displayed by him toward us. 


Yours very traly, Southwest into the industrial center of the 
FINWELL SYSTEM, INC. c ountry. 

R 
R. P. Joned, Complete information in picture and text 


Traffic Mgr. 
as 









are contained in “PORT HOUSTON,” the 
official organ of the Port Commission. Com- 
plete rate data and freight schedules are 
contained in Houston “FREIGHT RATE 
BOOK No. 1.” Both books are FREE. 


We Invite Storage of All Kinds of 
GENERAL MERCHANDISE 





POOL CAR DISTRIBUTION 
x 













Warehouses of concrete construction, auto- 
matically sprinkled, lowest insurance rates. 
We operate our own switch engine and con- 
nect with all Railroads initial to Memphis, 
Tenn., as well as the Mississippi Warrior 
Service who switch to our Plant without 
additional switching charges on car load lots. 


Member A.W.A. 


Address MERCHANDISE DEPT. 
P. O. Box 1025 Memphis, Tenn. 


Address 


THE DIRECTOR of the PORT 


5th Floor Courthouse 
HOUSTON TEXAS 
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treatment if they “buck” Mr. Palmer. Mr. Coolidge is seeking 
results. He is tired of the almost constant conflict that has 
marked the operation by the government of the war-time built 
fleet. He believes in private operation of the American mer- 
chant marine. He wants the government ships transferred to 
private hands as soon as that may be done. While the govern- 
ment remains in the ship operating business, he wishes that 
business to be conducted efficiently and with as little drain on 
the public treasury as possible. He has selected Mr. Palmer as 
his agent to accomplish these ends. The Shipping Board made 
Mr. Palmer head of the Fleet Corporation at the request of the 
President. It was the President’s hope that, with the board sup- 
porting the administration’s policy with regard to the merchant 
marine, the situation could be dealt with without Congress 
amending the law. The Haney incident may convince the board 
that the President means business and it may hereafter pursue 
a course that will meet with his approval. If it does not, it is 
regarded as certain that the President will ask for an amend- 
ment to the law to accomplish his ends. What Congress would 
do if that were done is a matter for conjecture. A recommenda- 
tion that the corporation and board be separated by law was 
made to Congress last December by the President. No action 
was taken by Congress, although proposed legislation was 
drafted to meet the recommendation. After that, the President 
advised the board he would not press for such legislation if the 
board acted in harmony with his views as to operation of the 
fleet by Mr. Palmer. It was only recently, however, that the 
President found it necessary to write to the board to the effect 
that negotiations of ship sales should be left to Mr. Palmer. 
The board replied in effect that that had been its original in- 
tention and that the President’s wish would be complied with. 


TREND OF OCEAN. RATES MIXED 


The Trafic World New York Bureau 


Developments in the ship charter market this week were 
not conclusive in any direction, with some reductions and sev- 
eral advances, but brokers generally advised their clients to 
cover whatever space they required at the existing rates. They 
pointed out that rates could increase more easily than decline, 
and that any revival of demand would result immediately in a 
higher level. Meanwhile shipowners refused to lower their 
figures in most cases and waited with some confidence for the 
improvement which is generally expected to occur in the near 
future. 

Grain rates from Montreal to the Continent showed some 
signs of recovery. An early vessel was fixed at 914 cents a hun- 
dred pounds, but subsequent steamers were placed at 10 and 
11% cents. Space for October loading is obtainable at 13 to 
13% cents from Montreal to the Continent and 16 to 16% cents 
to the Mediterranean. 

Coal rates were weaker. One vessel was chartered to Italy 
at $2.60 a ton, not far from the lowest point of the year, while a 
charter was made to Rio de Janiero at $3.40 a ton. This was 
slightly higher than recent figures, which have been around 
$3.20 to $3.25 a ton. Export business, however, has declined, due 
to the increase in coal prices caused by the strike in the an- 
thracite fields. 

' Lumber rates, in contrast with most other local trades, 
have been firm and a good demand is in evidence for vessels 
from the Gulf to the River Plate and for intercoastal business. 
One vessel has ‘been chartered from British Columbia to the 
Atlantic Coast at a rate of $14. American steamers engaged in 
the full cargo intercoastal trade have been getting from $14.50 
to $15 for September loading. According to recent information 
from the Pacific Coast, steamers have been taken for November 
loading at $15. 

Intercoastal freights are moving in larger volume than 
last year, according to Edgar Luckenbach, but the business is 
still over-tonnaged. He explained that, despite the over-ton- 
naged condition, ships were sailing eastbound about 100 per 
cent filled, and on this business the rates were rather well main- 
tained. This improved condition is due to the large movement 
of lumber on which the lines in the intercoastal conference 
are charging $15. There is so much of that business that a 
number of ships outside the conference have been enticed in 
and these are getting $16. On all other eastbound shipments 
the conference commodity rates are being applied. 

It was further explained that the ships are moving in the 
westbound trade about 75 per cent full, and that, while the con- 
ference rates are being rather generally maintained, there has 
been some cutting of rates reported on rough cargoes. This is 
near the opening of the season for the heavy movement of 
goods in the eastbound trade and that a situation such as this 
exists is not surprising. And, despite the over-tonnaged condi- 
tions said to exist, it was acknowledged that the conference 
rates are being fairly well maintained without the necessity of 
adopting a forfeiture binder. 

The McCormick Line, general agent at San Francisco for 
the Munson-McCormick Line, and Swayne & Hoyt, as general 
agents for the Pacific-Caribbean-Gulf Line, have advised ship- 
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pers of advances in eastbound freight rates to Jacksonville and 
Tampa, Fla. Each of the Florida ports is served by only One 
intercoastal company, and the alternative to increases in rates 
was said to be discontinuance of direct service because of th 
additional operating cost, 

The advances made by the Munson-McCormick Line 
Jacksonville are all-inclusive. Canned goods and beans are 
raised from 40 to 60 cents, carlots; dried fruit from 50 to 7 
cents, and other commodities proportionately. The increases 
were effective as of September 1. ; 

The Pacific-Caribbean-Gulf Line advances to Tampa are 
effective in late October and cover only three commodities. 
canned goods and beans, from 40 to 55 cents, and dried fruits 
from 50 to 65 cents. 

Permission to change the tariff to Jacksonville was grante 
to the Munson-McCormick Line by the intercoastal conference. 
The Pacific-Caribbean-Gulf Line recently resigned from the ¢op. 
ference and accordingly was able to act independently. 

An embargo on building materials by the Baltimore ¢ 
Carolina Steamship Co., one of the largest carriers of ge, 
freight from Philadelphia to Miami, has been ‘put into effect. 
Lack of dock facilities at the latter port was responsible for 
the embargo, it was said. 

G. Stewart Henderson, traffic manager of the Baltimore 
Chamber of Commerce, announced that an embargo has: been 
placed on all’ grain consigned to the Locust Point elevator of 
the Baltimore & Ohio. This is what is known as.a “permissive” 
cargo, and the measure has been taken as-a precaution to avoid 
a congestion of grain storage similar to that which occurred the 
first three or four months of the year. The embargo will not 
interfere with shipments which are made with the assurance 
that the grain will be moved from the elevator -within a reason. 
able time. 

Following statements by several steamship executives that 
the port charges at Boston to visiting steamers were excessive 
and that they hindered the proper development of the port, the 
Maritime Association of the Boston Chamber of Commerce has 
started a nation-wide survey to compare local conditions with 
those at other seaports. 

The Pacific Coast Committee of the Intercoastal Conference 
has raised the rates on soap, including soap chips, liquid or 
powdered crystals, and washing compounds, non-inflammable 
and non-combustible, in cases, barrels, drums or kegs, to 50 
cents for carload and 75 cents for less than carload lots per 100 
pounds. The rate was formerly 45 and 70 cents. The new tariff 
is effective September 6. 

Boycotting by the Chinese of British and Japanese ships is 
beginning to work to the advantage of American vessels, ac- 
cording to information received by officials of the American Far 
East Line. Contrary to previous reports, it is now understood 
that the troubles in China are having little effect on commerce, 
particularly between that country and the United States. In 
many instances trade is showing an increase. 

As a means of relieving the congestion at the port of Santos, 
Brazil, which has interfered seriously with American shipments 
for the last year, a campaign has been started to induce the 
Brazilian government to grant a concession with a guaranty of 
interest for the construction of a port at Sao Sebastiao, and 
the erection of a railway linking it with Sao Paulo. 

The rate on common paper notebooks from both Atlantic 
and Pacific Coast ports has been reduced $2 a ton by the Atlan- 


tic Far East Conference and the Pacific Westbound Conference 


to meet German competition in Manila. 

An appropriation of $48,000,000 to bring the barge canal, 
connecting New York with the Great Lakes, up to its highest 
point of efficiency, has been recommended by State Canal Com- 
missioner Royal K. Fuller. Mr. Fuller said that $35,000,000 
would be needed to dredge the canal to a depth of 15 feet. Pub- 
lic hearings on the canal situation will be held im New York on 
September 9, 10 and 11. 


OFFERS FOR U. 8. LINES 
The Traffic World Washington Bureau 


Conversations have been in progress for some time between 
President Palmer, of the Fleet Corporation, and representatives 
of the United American Line and Moore & McCormack with 
respect to sale of the United States Lines, the gévernment 
agency operating the Leviathan and other passenger ships 12 
the north Atlantic. The negotiations have not reached the point, 
however, it is understood, where it may be said that a definite 
bid will be made and considered. The International Mercantile 
Marine Company, said to be interested in the U. S. Lines, has 
not had any recent negotiations with the Fleet Corporation. 

If the United States Lines should be sold, the terms and 


conditions of sale would require operation of the lines as they ; 


have been operated by the government and not as a part of some 
other service, President Palmer said. The lines also, under the 
law, would have to be sold to American citizens. Section 38 
of the merchant marine act provides that, within the meaning 
of the act, no corporation, partnership or association shall be 
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DENVER, COLORADO 
Sennicott-Patterson Transfer Co. 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, egeeeitanen 










STORAGE AND DISTRIBUTION OF GEOGRAPHICALLY 
LOCATED TO RENDER 
Merchandise and Household Goods DISTRIBUTORS ae 
Serving many large Nationa! Distributors. Write us for information and rates DISTINCTIVE WAREHOUSE ~ 







1700 Sixteenth Street, DENVER, COLORADO 


EM.MERIDITH CO. 


ph RES 
R = Mase. cars loaded 
shipment 


every 24 
over 16 different eg 


R.A.SIDING — SHORT HAUL TO ALL DEPOTS 


AND FORWARDING 
SERVICE 


WE STORE AND DISTRIBUTE 


For the Great Calumet District 


General Merchandise, Furniture 
and Cold Storage 
The Great Lakes Warehouse Corp. 


Telephone Hammond 3780 HAMMOND, INDIANA 


“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, tne. 


DETROIT 








MEMBERS AWA O.W.A 


BUILDS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


Merchandise Storage and Pool Car 
oi tow cys Distribution  — =s.cazoa> 


teat edero Warehouses CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


ALBANY, N.Y. | 


Albany is the natural distributing point for New 
York and New England. Splendid warehouse 
facilities for every need. Direct track connec- 
tions with all railroads running into Albany. 


Albany Terminal & Security Warehouse Co., Inc 






Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 
| Wombers A. W. A.—N. F. W. A.—Mina. W. A. | 


SOUTH BEND, IND. 


WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 


New York Central Siding—Free Switching—Pool Car 
Distribution—Negotiable Warehouse Receipts Issued. 
Members: American Warehousemen’s Ass’n 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage a distribution. 
Prompt and intelligent service 

References: Any jobber, Sieiette Gnnmattetinmentetede. 
DEEP WATER AND RAIL CONNECTIONS 


DENVER, COLORADO 








OF ee LOT AN C1® 


10S. STOCKTON TRANSFER CO. 


1020 South Canali St., near Taylor St. 


Teaming of Every Description--City Delivery Service 
Vale Mm Ot: Tulel-le ME PIESauiel eh dela 


= Trucking—Distributing 
"Lithia! Storage — Forwarding 


_|TRUCKING| LARGEST § HANDLERS OF 
Biel) haat 4 CARLOADS IN MICHIGAN 
ea, 


524 Eighth St. DETROIT 





PHILADELPHI PA. 2 
A; Pool Car Distribution 
Railroad Sidings—Motor Track Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 


We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments Cee ee eee eee erice of 


STORE DOOR DELIVERIES focal and pool car shipments. Insurance rate 15c. Negotiable Warehouse 
Members Philadelphia Chamber of Commerce Receipts Issued. The Weicker Transfer & Storage Company. 
ae a, 
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deemed a citizen of the United States unless the controlling 
interest therein is owned by citizens of the United States, and, 
in the case of a corporation, unless its president and managing 
directors are citizens of the United States and the corporation 
itself is organized under the laws of the United States or of a 
state, territory, district or possession thereof. In the coastwise 
trade the control by American citizens must be 75 per cent. 
An American company in which foreign interests had a minority 
control, it is understood, would be eligible as a purchaser of 
Shipping Board lines, but objection might be raised to such a 
purchaser. 


New York, N. Y.—P. A. S. Franklin, president of the Inter- 
national Mercantile Marine, with reference to proposed sale of 
the United States Lines, said the company had always been 
interested in the line and would be glad to talk over the matter 
at any time with officials of the Fleet Corporation. 

The interest of the I. M. M. in acquiring the line is said to 
be not only to get a valuable service but also to prevent the 
Germans from obtaining too close an affiliation. The I. M. M. 
is an American company, but it has important British subsid- 
iaries, including the White Star Line. 

The United American Lines has a working arrangement with 
the Hamburg American Line of Germany, plying between New 
York and Hamburg. 

Moore & McCormack have no relations with foreign lines at 
present, but it is reported that the North German Lloyd, oper- 
ating from Bremen, has approached officials of the former con- 
cern to act as agents and to supply some capital, if necessary, 
in the event Moore & McCormack acquire the service. The 
North German Lloyd now has a seven-year contract with the 
U. S. Lines, having two years more to run, under which it acts 
as agents and handles the ships at Bremen. Apparently the 
N. G. L. interests fear that if the United American gets the 
service the German headquarters will be transferred to Ham- 
burg and the agency agreement will also be canceled. 


ANALYSIS OF CANAL TRAFFIC 


“The cargo movement through the Panama Canal during the 
fiscal year 1924-25 dropped approximately 3,000,000 tons from 
the high total of the preceding year,” says W. Rodney Long, 
6f the transportation division of the Department of Commerce 
in an analysis of Panama Canal traffic. 

“As this is more than covered by the 4,000,000-ton reduction 
in intercoastal traffic, of which the lessened California oil pro- 
duction accounts for 3,865,000 tons, it may be assumed that gen- 
eral world cargo increased its traffic through the canal during the 
year by approximately 1,000,000 tons. 

“Westbound traffic has remained between 7,000,000 and 
8,000,000 tons for the last three fiscal years, but eastbound traffic 
has fluctuated from 12,000,000 to 19,000,000 and back to 16,000,000 
mostly through corresponding variations in the tanker cargo.” 

The amount of traffic moving through the Panama Canal 
from the Atlantic to the Pacific and from the Pacific to the 
Atlantic, for the entire period for which the canal has been 
open, is shown in the following table: 


Panama Canal traffic August 15, 1914, to June 30, 1925 
Atlantic to Pacific Pacific to Atlantic Total 
a Long tons Number Longtons Number Long tons 











oO of of of of of 

Fiscal year vessels cargo vessels cargo vessels cargo 
1914-153.... 522 2,070,993 553 2,817,461 1,075 4,888,454 
1915-16? 396 1,369,019 362 1,725,095 758 3,094,114 
1916-17..... 874 2,929,260 229 4,129,303 1,803 7,058,563 
1917-18..... 915 2,639,300 1,154 4,892,731 2,069 7,532,031 
1918-19..... 857 2,740,254 1,167 4,176,367 2,024 6,916,621 
1919-20..... 1,180 4,092,516 1,298 5,281,983 2,478 9,374,490 
1920-21..... 1,47 5,892,078 1,421 5,707,136 2,892 11,599,214 
1921-22..... 1,509 5,495,934 1,227 5,388,976 2,736 10,884,910 
1922-23..... 2,125 7,086,259 1,842 12,481,616 3,967 19,567,875 
1923-24..... 2,740 7,860,100 2,490 19,134,610 5,230 26,994,710 
1924-'25..... 2,42 7,596,687 2,244 16,362,149 4,673 23,958,836 

Total...15,018 49,772,400 14,687 82,097,427 29,705 131,869,827 





1Canal opened to commercial traffic Aug. 15, 1 


914, 
2Canal closed to traffic Sept. 18, 1915, to Apr. 15, 1916, because 
of landslides. 5 


Mr. Long attributes the decline of 4,000,000 tons in the inter- 
coastal movement in the last fiscal year to the re-establishment 
of the intercoastal conference covering rates on both eastbound 
and westbound shipments, and the decline in production from 
the California oil fields. The following table shows the inter- 


coastal movement through the canal for the years ended June 
30, 1922-1925. 


Intercoastal traffic through the Panama Canal, January 1, 1920, 
to June 30, 1925 


Atlantic to Pacific 


Pacific to Atlantic Total 
— Lon 


gtons Number Long tons Number Long tons 


“i : 3) , of of , of of , of 

iscal year vessels cargo vessels cargo vessels 

1919-20(last 6 ° ” = 
months)* 103 452,916 85 411,752 108 864,668 

1920-21 .... 177 698,429 141 649,697 318 1,348,126 

1921-22 .... 306 1,288,075 249 1,274,452 555 2,562,627 

1922-28 .... 7765 2,608,307 652 5,460,246 1,427 8,068,553 
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1923-24 .... 1,206 2,719,417 1,179 10,808,138 2,385 13,527,555 
1924-25 .... 834 2,213,603 828 7,283,656 1,762 9,497,259 
Total .. 3,401 9,980,747 3,134 25,887,941 6,555 35,868, 688 





* Figures prior to the calendar year 1920 are not available. 


Tanker traffic, Mr. Long points out, of which 80 per cent is 
estimated as intercoastal, approximates 55 per cent of the total 
intercoastal movement, including both eastbound and westbound 
traffic. In the eastbound trade, where tanker tonnage predomin- 
ates, practically 65 per cent of the total traffic movement is 
carried in tankers. Traffic through the canal in the last few 
years has been affected by tanker activity more than by any 
other single cause, Mr. Long says. 


Discussing Atlantic-to-Pacific traffic and Pacific-to-Atlantic 
traffic, by commodities, Mr. Long says: 


Traffic carried through the canal from the Atlantic to the Pacific, 
composed principally of manufactured articles, is approximately one- 
half the amount moving in the opposite direction; the latter for the 
most part is raw materials. 


Westbound tonnage dropped to 7,596,000 tons from 7,860,000 tons 
for the year ended June 30,1924. This decrease by 260,000 tons is 
more than accounted for in the 500,000-ton decline of westbound in- 
tercoastal traffic—a result that was largely the effect of the inter- 
coastal shipping conference in July, 1923. Previously, shipments 
originating as far west as Minneapolis moved by rail to Atlantic 
seaports and thence by water to west-coast destinations. <A great 
savings in transportation costs was effected by this routing. At the 
present time rates are fairly steady, and only in rare instances does 
a tramp ship break into this particular trade. 


The principal items responsible for the general decline were 
manufactured goods, which fell off 500,000 tons; oils, 150,000 tons; 
metals, 15,000 tons; and coal and coke, 25,000 tons. The items showing 
largest increases were automobiles, which gained by 35,000 tons; raw 
cotton, by 45,000 tons; and cement, by 50,000 tons. The total for all 


others was approximately 400,000 tons more than for the preceding 
fiscal year. 


Statistics indicate no new development in the movement of any 
commodity of great importance. The eastbound tonnage was ex- 
pected to drop, by reason of the decreased oil production, but it 
was felt that westbound tonnage would increase slightly, or at least 
remain stationary. The following table lists the principal commod- 


ities moving westward through the canal during the last four fiscal 
years: 


Principal commodities moving through the Panama Canal from the 
Atlantic to the Pacific, during the period July 1, 
1922, to June 30, 1925. [In long tons.] 


Commodity 


1921-22 1922-23 1923-24 1924-25 
Manufactured goods (includ- 
ing iron and steel, railroad 
material, machinery, tex- 
oo SS eee 1,403,411 2,019,590 2,273,381 1,769,881 
Oils (including crude, re- 
fined, vegetable, etc.)..... 988,829 1,065,184 1,122,398 951,627 
Metals, BATIOUS .s.iccciccccecde 174,104 270,703 322,896 206,933 
NE, scram iad-o a doemseniecimuees (*) 113,726 303,724 359,831 
COM BUG COMO cicicdiccésessees 404,389 280,343 281,935 255,345 
a, Ee re 100,449 117,084 146,712 165,925 
PRCEUMINE: v6 66-0.66008 00008 (*) 51,474 110,351 145,676 
Cet NE 6 bis 6 cesses cenmcs 198,684 122,728 100,925 145,604 
GE: TUN eiccasevscereseaa. oh onto wrecnete 2,226,068 3,045,427 3,197,778 3,595,868 
WUE Go.cta kare Ce wdbereseous 5,495,934 17,086,259 7,860,100 7,596,687 





. 


* Quantity negligible. 


While the trade from the Pacific to the Atlantic shows a decline 
of approximately 2,500,000 tons from the high level of the last fiscal 
year, only 4 of the 13 principal commodities moving through the 
canal have decreased in volume, while 9 shows an increased move- 
ment. In fact, the largest decline—approximately 3,800,000 tons—was 
in the oil movement, this particular item alone constituting a decrease 
of 800,000 tons more than the total decline during the fiscal year 1924. 

Increased movements of lumber from the Pacific Coast, Chilean 
nitrate, and miscellaneous commodities tended to offset this decline. 
Lumber shipments broke the record of 1924 and increased from 1,800,- 
000 tons to 2,250,000 tons® The nitrate movement increased from 
1,700,000 to 2,150,000 tons, and the gain in various miscellaneous com- 
modities increased the ‘‘all other’’ total from 1,590,000 tons to 1,640,- 
000 tons, 

The following table lists the principal commodities moving through 


the canal from the Pacific to the Atlantic during the last four fiscal 
years, 


Principal commodities moving through the Panama Canal, from the 
Pacific to the Atlantic, during the period July 1, 
1922, to June 30, 1925. [In long tons.] 


Commodity 1921-22 1922-23 1923-24 1924-25 
Chin... VARIOUS. <0 60 seieexcees 296,394 4,388,909 9,755,341 5,964,909 
Ra 3 seach te. 86! ccdesees 720,622 1,539,340° 1,824,438 2,255,421 
Mitrate, CHUGAN 2.000000 470,796 1,664,751 1,744,580 2,155,814 
WHEE dibs ce Sens tbs camdecaseue 804,736 816,392 1,352,333 1,029,062 
ee ee ee 156,136 712,681 1,062,774 1,285,802 
Canned goods (fish, fruit, : 
vegetables, etc.).........- 344,601 489,461 444,595 498,378 
Metals, VETIOUS «osc cccccesies 179,582 347,715 360,822 436,466 
SOME 0s bsb dicen tbe cediek waics 257,967 296,471 270,633 261,168 
errr 418,234 379,542 266,859 236,115 
Cold-storage food products... 193,396 138,090 167,893 210,816 
J eee eee (*) 90,187 103,469 180,062 
COS ath Gait ccc dds acs etedows (*) 81,654 102,451 116,090 
eee er ree oa 148,103 106,111 84,696 91,586 
re 1,398,409 1,430,312 1,593,726 1,640,460 
ee ee ee a 
MOG aste00caseeemunemer 5,388,976 12,481,616 19,134,610 16,362,149 





* Quantity negligible. 
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THE NEW NICOLLET HOTEL THE DINKLER HOTELS © 





600 Rooms with bath or con- 





banquets and meetings, from 

the small meeting up to 1500 
capacity. 

69 Rooms at $2.00 

68 Rooms at $2.50 

RATES 84 Rooms at $3.00 

257 Rooms at $3.50 

41 Rooms at $4.00 

38 Rooms at $5.00 

Suites and Special Rooms 

at $6.00 to $9.00 


MAIN DINING ROOM—COFFEE SHOP 
MUSIC and DANCING by the FAMOUS OSBORN ORCHESTRA 
3 Blocks from both Depots, Retail Center and Wholesale Center 
Under Management Geo. L. Crocker 
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Lafayette Ave., Cor. 12th St., M. C. and 
c. P. R.R 


Alfred and Dequindre Sts., G. T. R. R. 
“— and 12th Sts., M. C. and C. P. 


Clay and Dequindre Sts., M. C., G. T. 
and C. P. R. R. 

Campbell Ave. and Union Belt Ry., 
Wabash and P. M. R. R. 

Division and Dequindre on G. T. R. R. 
Ae 8th St., River, M. C. and C. P. 


tage 
¢ 


Your Customers Know 
EDGAR’S 
Fireproof Const. Warehouses 


Economical Automobile 
Truck Service 


Negotiable Warehouse Receipts 


Issued 
e b Lauderdale Ave. Junction to Campbell, 
Field Warehousing P. M., Wabash and Union Belt 


MERCHANTS WAREHOUSE COMPANY 


Merchandise and New Automobile Storage 


cen 8 fF WN = 


Junction Ave., Penn. Ry., Wabash and 
. &. 8. 8 


Cc) 





POOL CAR DISTRIBUTION LOW INSURANCE RATES 
Write Us for Information and Rates 
South Front, Florida and Georgia Sts. MEMPHIS, TENN. 


MEMBER—AMERICAN WAREHOUSEMEN’S ASSN. 








For reliable warehousing and distribution 
service in all its branches, write or wire 


WESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 


321 West Polk St., CHICAGO 
“At the the Edge of Loop” § WILSON V. LITTLE, Sapt. 


CHICAGO, ILL. 


Location—Geographically in the 
heart of Chicago. Ground floor 
space for lease in large or small 
blocks to desirable tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 


Make this Mammoth Plant 
Your Chicago Warehouse 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 


S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 

















Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your shipments. 
Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 

Your shipments can be financed through our negotiable warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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SHIP LINES PLAN CAMPAIGN 


The Traffic World New York Bureau 


Steps are now being taken by the various branches of the 
shipping industry to unite in the preparation for the legislative 
campaign to be launched this fall when Congress convenes. 
Realizing that division of opinion has been responsible for the 
failure of past efforts, a joint committee will be formed by the 
shipowners, shipbuilders and operators, with allied branches of 
the industry, to submit recommendations to Congress. 

An important part of the proposed campaign consists of the 
recommendations adopted recently by the American Steamship 
Owners’ Association, the Pacific American Steamship Associa- 
tion, and the Shipowners’ Association of the Pacific. Many 
chambers of commerce have already considered these plans and 
indicated their approval. 


Winthrop L. Marvin, vice-president of the American Steam- 
ship Owners’ Association, and Capt. Robert Dollar, president of 
the Dollar Line, held a conference at the offices of the former 
this week, and made arrangements for cooperation between ship- 
owners of the Pacific Coast and the Atlantic. 


THE ST. LAWRENCE WATERWAY 


Commenting on the proposed St. Lawrence waterway project 
and the relation thereto of the wheat farmer of the Southwest, 
the Great Lakes-St. Lawrence Tidewater Association says: 


At the present time the favored outlet for export grain from 
a large section of Kansas, Colorado and all of Oklahoma and 
Texas, is by way of Gulf ports. It is therefore entirely logical 
and proper for the grain shippers of this territory to regard the 
maintenance of favorable rates to Gulf ports as of paramount im- 
portance. There is apparently some misunderstanding, however, 
regarding the effect which the Great Lakes-St. Lawrence Ship 
Channel would have upon conditions in that territory. The fol- 
lowing recently appeared in the Winfield, Kansas, Courier: 

“There is a good deal being said at this time about a waterway 
from Chicago through the St. Lawrence River to the coast. Some 
folk in the West seem to think that it would reduce railroad rates, 
on wheat especially. There are even some in Kansas who seem 
to think so. But how Kansas—central Kansas, Wichita, Winfield 
and this part of Kansas—can figure out great benefit in a water- 
way from Chicago to the coast is beyond our figures. As a matter 
of fact, Winfield is sixty-four miles nearer to the Gulf coast than 
it is to Chicago. If Winfield wants to ship wheat to the tide- 
water, why not ship direct to Houston, Texas, or Galveston, and 
load on board vessels, rather than ship a longer distance by sixty- 
four miles to get to Chicago and then through the St. Lawrence 
to the gulf? According to the Santa Fe, it is 701 miles from 
Winfield to Chicago, then it is 853 miles from Chicago to Montreal. 
It is 637 miles from Winfield to Houston. Why not go direct to 
Houston? The facts are, while Winfield is only 637 miles from the 
gulf, it does her no good or practically no good, for the rate is 
just the same as if she shipped by way of Chicago to New York, 
twice the mileage. What Winfield, Wichita, Arkansas City, Ponca 
City, Blackwell, Oklahoma City and all towns in this section want, 
is a rate to the Gulf, in and out, and not a waterway from Chicago 
through the Great Lakes to the coast.” 

The fundamental mistake of the Courier is in comparing 
distances to intermediate points instead of to destination. A dis- 
tance of 701 miles from Winfield to Chicago is compared with a 
distance of 637 miles to Houston. Montreal is another inter- 
mediate point. But export grain does not stop at these places. 
It is merely in transit to the United Kingdom or Europe. Chicago 
is only 4,453 statute miles from Liverpool by way of the St. 
Lawrence, while Houston is 5,546 statute miles from Liverpool, 
a difference of 1,093 miles in favor of Chicago. Liverpool is there- 
fore 1,029 miles nearer Winfield by way of Chicago than by way 
of Houston or Galveston. 

A careful study of the rates on wheat throughout the south- 
west shows that the St. Lawrence Waterway will reduce the cost 
of shipments from points as far south as Oklahoma City. At 
Wichita, for instance, the indicated saving is 6 cents per bushel, 
compared with the rail and ocean rates through Gulf ports. 

Rates from this Southwest territory to the Gulf are high, con- 
sidered on the basis of the length of haul. The opening of the 
Great Lakes to ocean vessels will provide an alternative and 
cheaper route, which will attract large movements of grain from 
this territory unless the railroads serving Gulf ports decide to 
lower their rates. In either case the wheat farmer of the South- 
west will benefit. The Winfield Courier wants lower rates to Gulf 
ports, rather than a waterway from Chicago. Why not have both? 


AFFIXING C. 0. D. TAGS TO PARCELS 


Numerous complaints have been received from various post- 
masters regarding the receipt at their offices of C: O. D. parcels 
from which C. O. D. tags have become detached, says R. S. 
Regar, third assistant Postmaster General, in a notice, continu- 
ing as follows: 


It is the belief of this office that this is caused not so much 
by rough handling in the Postal Service or by postal employees 
handling parcels by means of the tags attached thereto, as by the 
careless manner in which C. O. D. tags are affixed to the parcels. 
It is of the utmost importance that C. O. D. tags be affixed to 
Cc. O. D. parcels in such a manner as will prevent their becoming 
detached before reaching destination, in view of the fact that 
Cc. oO. D. perees from which tags have become detached are apt 
to lose their identity as C. O. D. mail and be delivered to the 
addresses without collection of the C. O. D. charges; consequently 
it is also to the interest of the mailer that care be exercised 
in this respect. 

It is the desire of the department that postmasters and super- 
visory employees give this feature careful attention. The action 
which the department has taken on numerous occasions to increase 
the tensile strength and eyelet pull of the regulation C. O. D. 
tag, thereby enabling it to furnish a better and more substantial 
Cc. O. D. tag to its patrons, at greater expense to the department, 
is nullified if the tags are affixed to the parcels in such careless 
manner that they readily become detached. 
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Cc. O. D. tags should be attached to parcels by means of stron 
and durable cord or twine. When C. O. D. reels are sealed: jp 
accordance with paragraph 6 (b), section 453 of the Postal] Laws 
and Regulations of 1924 the C. O. D. tags may be securely affixed 
to the parcels by means of gummed tape, applied over both ends 
of the C. O. D. tag. Attention should be given the quality of 
gummed paper tape used for this purpose, and if it is foung 
that an inferior grade of paper tape is being used, the mailers 
should be immediately informed that the C. O. D. tags must be 
more securely affixed to the parcels. It has also come to the 
attention of the department that various devices are used for 
affixing C. O. D. tags to parcels. It is requested that all such 
devices which have not been approved by the department be gyb- 
mitted to the Third Assistant Postmaster General, Division of 
Registered Mails, for examination. 


RELIEF OF CONGESTION AT RIO 


In a report to the Department of Commerce from Rio de 
Janeiro, Brazil, A. Ogden Pierrot, assistant trade commis. 
sioner, says: 


A committee appointed by the League of Commerce of Rig 
de Janeiro to study the causes of congestion at that port and rec- 
ommend steps for relief has recently made its report. Among 
principal causes enumerated are the warehouse shortage and the 
inefficient methods of discharging cargo. For instance, while 
some warehouses are relatively empty, cargo is being discharged 
into others already full to normal capacity; also, cargo destined 
for Sao Paulo is discharging at Rio de Janeiro because of the very 
serious congestion at Santos, the usual port of entry. Other 
causes of congestion are said to be the shortage of competent 
labor and the few hours of work by customs officials. 

The recommendations for relief made by the committee are 
(a) transfer of some of the warehouses from coastwise to foreign 
service; (b) increase in number of workmen in certain ware- 
houses; (c) better use of open spaces; (d) extension of working 
—, = customs officials until the congestion is completely 
remedied. 


SPECIAL HANDLING STAMPS 


“It seems apparent that the general public does not appre- 
ciate advantages of special handling stamps for their parcel 
post,” says John H. Bartlett, first assistant Postmaster General. 
“They perhaps do not understand that this stamp, in addition 
to the regular postage, gives parcel post what we call ‘letter’ 
treatment; that is, it is handled all the way through with sub- 
stantially the same expedition as letters, whereas, if it does not 
bear this special handling stamp it goes with other parcel post 
by what is necessarily a much slower process.” Postmasters 
are urged to bring to the attention of the public advantages 
accruing from the use of the special handling stamps. 


TERMINAL CHARGE ON PARCEL POST 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Although this office issued notices under dates of June 6 and 2 
and July 8 advising all concerned that parcel-post packages mailed 
in the United States addressed for delivery in foreign countries, with 
the exception of Cuba, Guadeloupe, Haiti, Japan, and Peru, must 
be prepaid at the postage rate of 12 cents per pound or fraction of 
a pound, plus a terminal charge of 2 cents a pound or fraction 
thereof, reports continue to be received from exchange post offices 
that parcels are necessarily returned to origin on account of insuffi- 
cient postage. 3 7 

Postmasters will see to it that only those parcels which are paid 
at the rate of 14 cents a pound or fraction thereof, when destined 
for countries abroad, with the exception of those above mentioned, 


are accepted for dispatch in the foreign (international) parcel- 
post mails. 





RAILROAD FUEL STATISTICS 


Class I railroad locomotives in freight and passenger train 
road service consumed 47,406,574 net tons of coal in the six 
months ended with June, as compared with 49,721,957 net tons 
in the same period of 1924, according to statistics compiled by 
the Bureau of Statistics of the Commission from reports repre- 
senting 174 steam railways, not including switching and terminal 
companies. The average cost per net ton, for the United States 
as a whole, was $2.78 for the 1925 period as compared with $3.18 
for the 1924 period. The total cost was $131,854,100 for the 
1925 period as compared with $157,890,514 for the 1924 period. 

Fuel oil consumed totaled 989,439,400 gallons for the six 
months ended with June as compared with 1,015,658,225 gallons 
for the same period of 1924. The average cost per gallon, for 
the United States as a whole, was 3.16 cents for the 1925 period 
as compared with 2.73 cents for the 1924 period. The total cost 
was $31,266,425 for the 1925 period as compared with $27,682,106 
for the 1924 period. 

The total cost of coal and oil fuel for the six months ended 
with June was $163,120,525, as compared with $185,572,620 for 
the 1924 period. 

In June, 7,126,738 net tons of coal were consumed as conr 
pared with 6,916,210 net tons in June, 1924. The average cost 
per ton was $2.70 as compared with $8.02 in June, 1924. The 
total cost was $19,216,938 as compared with $20,908,596 10 
June, 1924. 

Gallons of fuel oil consumed in June totaled 157,061,751, a8 
compared with 152,366,246 in June, 1924. Average cost per gallon 
was 3.28 cents in June as compared with 2.89 cents in June, 
1924. Total cost was $5,159,165 in June as compared with 
$4,406,160 in June, 1924. The total cost of coal and oil fuel i 
June was $24,376,108, as compared with $25,814,756 in June, 1924 
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september 5, 1925 


pECATUR, ILL. 


Parke 


WAREHOUSES 


Before you decide on your IIli- 
nois distribution investigate our 
facilities, service and low rates 
to Illinois points— 


PARKE WAREHOUSES 


Decatur, Illinois 


STORAGE AND DISTRIBUTION 





ROCHESTER, N. Y. 





GENERAL MERCHANDISE STORAGE 


Distribution 


The only modern Merchandise Warehouse fully 
equipped and wy located in the 
City of Rochester. 


Insurance rate 12 cents per $100.00. 
Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 


B. R. & P. Warehouse, Inc., ®°c*s*=" 
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Here is the Place~ 


for your next convention 


AN’T you 

just picture 

the wonderful 

time you would 

have at world 

famous French 

Lick Springs 

Hotel? Beauti- 

- » fully located in 

the semi-southern Cumberland 
foothills of Indiana, French Lick 
Springs knows no real severity 
of temperature. The two fine 18- 
hole golf courses can be played 
when weather interferes with 

play elsewhere. 


Only 40 miles from the center 
of population of the United 


States. The recently completed 
new wing of the fire-proof, mod- 
ern French Lick Springs Hotel 
building includes a well-venti- 
lated ground floor, daylight con- 
vention auditorium of 1500 
seating capacity, giving thishotel 
first place amongAmerica’s con- 
vention sites. And, forthosewho 
wish, the health-giving waters of 
the Pluto, Bowles and Proser- 
pine Springs. 


Today, get full particulars. Write 
for illustrated booklet with de- 
tailed convention information. 
Address Convention Secretary, 
French Lick Springs Hotel Com- 
pany, French Lick, Indiana. 


FRENCH LICK SPRINGS HOTEL 
“*Home of Pluto Water” 


SPOT STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU ? 


Metropolitan Warehouse Company 


operated in conjunction with 
CALIFORNIA TRUCK COMPANY 
P. O. Box 570, Arcade Station 


LOS ANGELES 


THE DISTRIBUTING CENTER 


of the 


PACIFIC SOUTHWEST 
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CANADIAN REVENUE FIGURES 


The Traffic World Ottawa Bureau 


The gross earnings of the Canadian railways for June, 1925, 
showed a decrease of $3,256,013, or 8.8 per cent, from June, 1924. 
Operating expenses were also reduced 8.8 per cent, or $3,039,612, 
reducing the net operation revenues by $218,401. 

The large decrease in revenue freight compared with June, 
1924, traffic was in agricultural products, which decreased 800,- 
000 tons, and practically all of this decrease was in grain loaded 
in Alberta and Saskatchewan, and to a lesser extent in Manitoba. 
Flour and other mill products also showed a decrease, animal 
products showed a slight increase in tonnage, and mine products 
a decrease of 66,000 tons. Bituminous coal fell off 260,000 tons 
in loadings at the mines, a drop of over 48 per cent, and imports 
increased slightly, but iron ore, other ores and concentrates, 
clay, gravel and sand, and asphaltum showed increases. Forest 
products increased, especially in British Columbia. Manufac- 
tures and miscellaneous freight showed a net increase of 340,000 
tons, or 19 per cent, the largest increases being in petroleum, 
rails and fastenings, bar and sheet and structural iron, auto- 
mobiles, wood pulp, and merchandise. 

Although the decrease in tonnage was 8.2 per cent and, in 
ton miles, 26.7 per cent, due to a higher average revenue per 
ton mile—1.218 cents as against .975 cent in 1924—the freight 
revenues declined only 8.4 per cent, or $2,050,355. This was ac- 
counted for almost entirely by the smaller proportion of low 
class freight, principally grain. 

Passenger traffic was lighter by 5.5 per cent and passenger 
revenues were reduced by $508,978, or 6.9 per cent. 

The pay roll was reduced by $1,003,570, or 4.9 per cent, for 
a cut in the staff of 7.3 per cent, or 13,200 employes. 

The net operating revenues for the first half of the year were 
below those of 1924 by $1,279,773, but the first six months of 
1924 were much better than the last six on account of the 
heavy grain movement from the record harvest of 1923 and also 
on account of the much smaller harvest of 1924, which affected 
the first half of 1925. With the present prospects for a good 
harvest in the west, the operating results for the remainder of 
1925 is expected to overcome the deficit and show an improve- 
ment for the present year over the year 1924. 

Canadian National Railways’ gross revenues were lighter 
than for June, 1924, by $1,915,910, or 11.2 per cent, due to a 
decrease in freight traffic of 33.9 per cent, and in passenger 
traffic of 7.3 per cent. The main factor was the grain movement, 
which was exceptionally heavy in June, 1924, and lighter this 
year than for any June in the last four years. 

The increase in the operating deficit amounted to $17,632, 
operating expenses being reduced by $1,898,278, or 10.5 per cent, 
and the operating ratio being increased from 105.70 per cent 
to 106.54 per cent. 

There was an average of 10,153 less employes, which re- 
duced the pay roll by $850,715, or 7.6 per cent. 

The lines in the United States earned a net revenue of 
$559,387, reducing the operating deficit for the entire system to 
$432,376, as against a deficit of $928,382 in June, 1924. 

For the six months, January to June, Canadian lines earned 
a net revenue of $352,205, which was an improvement over the 
first six months in 1924 of $362,754, and the lines in the United 


States showed an increase of $750,161, making the increase for 
the entire system $1,112,915. 


Canadian Pacific Railway freight traffic continued light in 
comparison with 1924 and 1923, being 24.8 per cent under June, 
1924, and 17.6 per cent under the June, 1923, traffic. Passenger 
traffic also showed a decrease from June, 1924, of 3.2 per cent 
and from June, 1923, of 9.4 per cent. 


Revenues showed a decrease from last year of $1,581,402, 
or 10.5 per cent, and, although the operating revenues were cut 
by $797,778, or 6.3 per cent, net revenues were less by $783,623. 
The operating ratio was 87.58 per cent, as against 83.69 per 
cent for June, 1924, and 92.75 per cent for May, 1925. 


The decrease in grain and coal traffic was reflected in a 
decreased train loading—632.1 net tons to 551.8 net tons—and in 
car loadings—27.1 tons to 23.6 tons; also in the increased reve- 
nues per ton mile from 1.032 cents to 1.245 cents. 


For the first six months of the year the gross revenues were 


less than in 1924 by $8,937,978 and net revenues were less by 
$2,011,888. 


Canadian National Railways made a notable advance in net 
revenues in the seven months ending July 31, and the improve- 
ment has been made in the face of decreased gross receipts. 
The gross receipts were $8,934,871, or 6.63 per cent below the 
corresponding figures for 1924, but operating expenses were re- 
duced $11,387,477, or 8.65 per cent, leaving the net position at 
$5,667,287, an increase of $2,452,606 or 76.29 per cent, as com- 
pared with the first seven months of 1924 and an increase of 
84.59 per cent over the 1923 figures. 


In July the gross earnings increased $383,944 over July, 1924. 
Operating expenses were reduced $955,746, or 4.93 per cent. The 
increase in net revenue for July was $1,339,690, or 228.91 per cent. 
In the first three weeks of August, 1925, gross earnings have 
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shown an increase of $1,773,594 or 14.5 per cent, compared with 
a similar period in 1924. The summary is as follows: 


1925 1924 

RROVCNUES 60606 Seeds occcsaceccecrcutscecsags $ 20,370,614 $ 19,986,679 
TEXDOTMED occ ccc cc cisiccsaisigtbiowe ees ee Ue eee 18,445,673 19,401,419 
ge OEE pr a a 1,924,941 585.251 
Seven Months - 

TROVOUIIDE. cc. co.9cc.ccs veQemetbaes.s «aeesis een od $125,914,357 $134,849 908 
EEXPeNSES ..ccccecccscrccvcccccsccccecresccs 120,247,070 131,634,547 
PN tcl SPE ts ied 

a ne rs Senate a ee eg ae 5,667,287 3,214,681 


Earnings of the Canadian Pacific for the week ending August 
21 were 3,510,000 as compared with $3,116,000 for the correspond. 
ing period last year, an increase of $394,000 or 12.6 per cent, 
Earnings of the Canadian National for the same period were 
$4,758,529, an increase of $622,680, or 15 per cent. 

The statement of earnings and expenses of the Canadian 
Pacific for July shows a decided improvement. At the end of 
June the road was $2,592,438 behind the corresponding half of 
1924 as regards net profits. The net result for July has brought 
this down to $1,543,124, the position on the whole year being 
improved by more than a million in the month. With the best 
five months of the year ahead, and with August showing a big 
improvement in gross, the outlook is improved. The net 
showing for July is the best since 1917. Gross earnings for the 
month were the best of the year to date. Gross earnings, work- 
ing expenses and net profits for July and the seven months are 
as follows: 


July 


1925 1924 
Cy okie lr icien Odds Canine eenuEneeeroneTes $15,188,048 $14,883,677 
WorkiIn&® CXPeNses .....ccccccccscccccccccce 11,799,172 12,544,115 
DAG siviawrde op dde vacsteaeeehack ele eneeees $ 3,388,875 $ 2,339,561 

Seven Months 1925 1924 
ea iicic rors aicrasieronsaieietece pene oo Oso teee eed $90,343,867 $99,540,594 
WOU GRIMES ooo Sie siviciccdccsecesversenos 79,157,346 86,810,947 
TU doindacwaniacadicsinnneceasemucamesser $11,186,521 $12,729,646 


CANADIAN RATE REQUESTS 


The Traffic World Ottawa Bureau 


A memorial has been presented to the Board of Railway 
Commissioners by the Quebec Harbor Commission pressing for 
rates over the National Transcontinental that will enable the 
port of Quebec to compete with Montreal. In particular, it asks 
for an eleven-cent rate on grain from Fort William, on the 
ground that that figure is equivalent to the Crow’s Nest rate 
from Calgary to Fort William. 

The Toronto Board of Trade, in its memorial in connection 
with the investigation into the freight rate structure, says: 


We would say that in so far as rates to and from this city 
are concerned, they are generally, class and commodity, on an equit- 
able basis as compared with those to other centers with whose manu- 
facturers and distributors our members compete for their share of 
the commerce of the country, with the exception referred to later. 


This exception is the rates on iron and steel, now under 
negotiation between the industries concerned and the railways. 
If no settlement is reached before the coming investigation opens 
before the Railway Commission, the Toronto people will ask for 
a judgment. 

No memorial has yet been received from the Montreal Board 
of Trade. 

The most sweeping enumeration of grievances is contained 
in a telegram sent from British Columbia. It asks for “the re- 
moval of all discriminations in any and all freight rates which 
are charged by the Canadian Pacific and Canadian National Rail- 
ways for the shipment of any and all goods and commodities be- 
tween points in the province of British Columbia and points in 
the provinces of Alberta, Saskatchewan and Manitoba,” on the 
ground that “all the rates mentioned are in themselves unjustly 
and unreasonably high.” 

For Manitoba a number of new propositions are set forth. 
It is asked that water competition be excluded from the making 
of rates in eastern Canada; that the rates fixed generally by 
the Crow’s Nest Pass agreement and by the Manitoba govern- 
ment—even though the same are not now binding on the board, 
except in regard to grain and flour—should be declared, prima 
facie, to be reasonable, and that the burden of proof for any 
departure from them should be on the railways; that Manitoba 
wholesalers be put on an equal footing with eastern distributing 
centers; and that the railways be required to make a new set 
of returns based on their territorial divisions, and that these 
divisional figures be used as a new basis for rate making. It 
also asks lower rates on cattle; lower carload minimums on 
binder twine and agricultural implements; more commodity 


rates in the west; and the equalization of rates as between Man- 
itoba and the east. 


The maritime provinces have hired a rate expert—F. C. 
Cornell, of Montreal—but have not yet submitted their case. 
The British Empire Steel Corporation, the largest industrial 
concern in the maritimes, has filed a statement citing the sys- 
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United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Kingston Cartagena 

P Colombi 

Serna Gutports Sante Marta 


CANAL ZONE a 


Cristobal ALSO 


Ports of Guatemala 
PANAMA and British and 
Bocas del Toro Spanish Honduras 


net eS Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 


17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wharf 

Mecmuuete Building 

Huff Shipping Company San Francisco, Ca 


pACIFICN 
Gy i potonl AN 
ULE LIN 


Fortnightly Sailings Via Panama Canal 
From 


MOBILE and NEW ORLEANS 


Los Angeles ete San Francisco, 
Oakland, Portland, Seattle and Tacoma 


Through bills of lading issued to Hawaii, Austra'ia, New Zealand and Dutch 
East Indies for trans-shipment at San Francisco. 


Calls are made at Tampa and San Diego as cargo offers. 


Monthly Sailings from the Pacific Coast 
to Houston, Mobile and New Orleans 
Through bills of lading issued from Pacific Coast Ports to Mexico, West 
Indies, Central America, South America and Europe. 


THE STEELE STEAMSHIP LINE, INC. 
GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 


THE STEELE STEAMSHIP LINE, INC. 


15 Moore Street New York, N. Y. 


SWAYNE & HOYT, INC., Pacific Coast Agents, 


430 Sansome Street San Francisco, Calif. 


H. H. KENNEDY, Commercial Agent 
106 Merchants Exchange Bldg. St. Louis, Mo. 
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MrINEsN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 













S.S. MUNDELTA 


ER PO eee 





eeeersee reese ees ee 


Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 












Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 





Branch Offi 
Chicago, St. Louis, Pittsburgh, Baltimore, 
Philadelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 









Ship by Water 


‘(DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CoO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 

39 South St. Drexel Bidg. Oliver Bidg. 
And at our Branch Offices at port- of call, etc. 
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tem of blanket rates in effect in Ontario, and asks for a similar 
system in the maritime provinces where, it states, there are 
now seven different sets of rates. It also asks lower commodity 
rates on steel from Cape Breton to Ontario, claiming that the 
present rates are much higher than those paid by its competitors 
in central Canada. 


A memorial from the Canadian Pulp and Paper Association 
urges the need of economies in railway operation. It says: 


The question naturally arises as to how far regulation of rates 
is justified in relieving railways of the necessity of so conducting 
their affairs by economical administration, elimination of non-essen- 
tials, and a reduction of wages to a level comparable with those 
of other industries such as they would be subjected to in unregu- 
lated operation. There is a very general belief that the railways 
have not brought down their costs as they should, nor as con- 
ditions in Canada today demand. 


The Canadian Coal Association asks for a general reduction 
in rates on coal, both anthracite and bituminous. It criticizes 
the present difference in the rates on these two kinds of coal, 
questioning the doctrine that bituminous is entitled to a lower 
rate, as a “basic industry,” than anthracite. 


No date has yet been fixed by the Railway Commission for 
the opening of hearings, and although the date for receiving 
memorials is past, it is apparent that everyone is to have much 
leeway in getting in cases. The principal cases still to be re- 
ceived in detail are those of British Columbia and the maritime 
provinces. From a comparison of the widely diverse statements, 
demands and complaints already received, it is apparent that 
the board is to have a difficult task to reconcile the various 
interests and make a workable structure. Even the western 
provinces, which began and have been most active in keeping up 
the agitation for lower rates, are no longer agreed among them- 
selves, as Saskatchewan and Alberta are growing constantly more 


interested in shipping westward and Manitoba still finds its 
outlet via the east. 


The Ontario Department of Agriculture is supporting the 
applications of the Niagara Fruit Growers’ Association and the 
Ontario Flour Millers’ Association for a reduction in freight 
rates. Excessive charges are alleged and the complaints will 
be presented to the board. 


CATTLE EXPORT CRISIS IN CANADA 


W. E. Motherwell, Minister of Agriculture, says Canada is 
approaching a crisis in the cattle export business because of lack 
of space on the Atlantic route. He says there is a serious short- 
age threatened in September, with the result that thousands of 
head of western cattle cannot be exported “unless cattle boats 
from some unexpected quarter appear on the horizon in the 
meantime.” He added: “It all goes to show that those respon- 
sible for defeating the Petersen contract for ten general cargo 


and cattle ships have some responsibility to shoulder at the 
present time.” 


CANADIAN BOARD ORDERS 
The Board of Railway Commissioners has passed the follow- 
ing orders: 
Approving revised location of the Canadian Pacific’s Cut- 
knife-Whitford Lake branch from mile 97.64 to mile 99.52, and 


granting authority to construct the said branch across the high- 
way between the said mileages; 


Authorizing the Canadian Pacific Railway to build and op- 
erate a branch for the Northern Electric Company across St. 
Patrick Island and Little Manufacturers Street, Montreal; 


Rescinding Order No. 6844, dated April 6, 1909, authorizing 
the Canadian Freight Association to substitute for the existing 
commodity rates on wire fencing and netting, in carloads, from 
Hamilton, Windsor and Walkerville to points east of Toronto; 


Rescinding Order No. 18775, dated February 22, 1923, requir- 
ing the Grand Trunk and the Canadian Pacific Railway Com- 
panys to publish and file commodity rates on wire fencing and 
wire netting, in carloads (including staples and wire gates, when 
forming part of the said carloads), from Montreal on the basis 
set out in the said order. 


The board has passed an order permitting the Canadian 
National Railways to file a rate on sand and gravel, C. L., 
effective September 1, 1925, from Rawdon, Quebec, to Montreal, 
of 3%4 cents per 100 lbs. 


CANADIAN CAR LOADING 


The Trafic World Ottawa Bureau 


As coal loadings are back to normal and there were in- 
creases in loading of merchandise miscellaneous freight, lum- 
ber and pulpwood, car loadings for the week ended August 22 
showed an increase of 2,719 cars over the corresponding week 
in 1924. The grain loading was lighter than last year in both 
the eastern and western divisions. The total for the whole 


year shows a decrease of 66,546 cars of grain as compared with 
1924. 
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CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the Week Ended, 



































Aug. 22 Aug. 15 Aug. 23 
Commodities, 1925. 1925. 1924, 
Grain and Grain Products............06. 1,94 2,543 2,360 
EMU 3. dasaronrhpeel-asgedamisiee es eapielnn esisinn 1,132 1,121 1,232 
WEE. - 9:06:65 4eecctlns Gap ade cab Ob gsc Ses eonengee +549 1,149 3,795 
OES Se SPS Det Sees eee er 218 202 207 
EE disc naiave orckba ead aineeie waln eed oamneeaboe 2,853 2,648 2,625 
EE, Svs casicce chee tkanesaseaes ealoune we 1,843 1,849 1,512 
ee ees ey a 1,798 1,796 1,822 
CEOS “OWENS PUOOMOEE so Fececciicscccsecee 1,207 1,260 1,224 
ME i bduidaida « cteeuk obae cu O6~ nad ccmiaecnvese> 1,086 1,097 943 
pene, Be, Ce Revccccvccbvenswedeoecs 11,376 11,399 11,174 
EES eireeesnceticcnsscenee tonnes 10,916 10,200 9,823 
Botel Gage Lene’... bsF0k. Fo ace ces 37,926 36,264 36,717 
Total Cars Rec’d from Connections... 29,494 29,784 25,856 
WESTERN CANADA 
Grain and Grain Products...........sse. 1,091 1,059 1,497 
DE EE, Kcwiecece suns cceeseveedcins sowceu 1,371 1,492 1,414 
MME cok spenccakdacbded lass oveewstuaces 1,370 1,142 984 
MNT. bcc cscdatecesereetaeteesestseuwenes 22 23 ey 2 
ee EES SE ae re eer re 1,277 1,095 980 
ee re 115 168 136 
Pulp and Paper. occccccccccccccccccccccccce 105 97 107 
Cther VETERE PIOGUCB.< ccc ccccccccccccces 955 1,251 1,109 
OTF@ ccccccccess Sp REELS DUCHRACS eh 44065008000 596 536 634 
pe Es Se 4,608 4,657 3,960 
MiscellaneOus ..cccccccccccccccccccccccccee 4,159 4,132 3,338 
Total Cars Loaded. seccecevcccccccocee 15,669 15,652 14,159 
Total Cars Rec’d from Connections.. 3,028 2,874 2,454 
TOTAL FOR CANADA 
Grain and Grain Products........... ecces 3,039 3,602 3,857 
BOR Dees ecccciccecvdeccsbecee ccoccccccce 2,503 2,613 2,646 
REE ae ekheeedveseceadseeseseceonesenes coocg 4,919 3,291 4,779 
GL Acvsvetccesunnneses Sedpemseeoeons ever 240 225 207 
EEE EC iedatere eccoe 4,180 3,743 3,605 
NE ab hi uvaletbas-6eednceeegeeeeoon 1,958 2,017 1,648 
ys. a. EB eee ee eose 1,903 1,893 1,929 
OEHCE PORES PFOGUES. .cccccccccccccecece 2,162 2,511 2,333 
MO sauna cawdurdcameneees peetaeaas novelerqate eo 1,682 1,633 1,577 
OI, Cy is Dovccccceccetesesceseees 15,984 16,056 15,134 
I Niwnndes Ccsiaereccecscocessans 16,075 14,332 13,151 
ONE Cate EORRON Sooo ooo cece ccecee 53,595 51,916 50,876 
Total Cars Received from Connections 32,522 32,658 28,310 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products........seseees e 186,751 253,297 
Live Bleck. ccccccecesvosces So dais dondees ogee 75,059 73,506 
NE Aivaisiciceccncodedetenaebaesbenstaengachia 113,130 165,017 
NG. ino6-0006 sivccncesededeqe cme Geaewersee 9,174 7,678 
LUMDE| .ccccccccccccccccccccccccccces neeeeo 119,334 122,631 
NO <a. cosdsreccccececegetoannsdncemees 97,611 98,298 
Pulp and Paper......-cccccccccccccccsvccce 68,694 67,315 
Other Forest Products........c.seecsceves 97,736 90,582 
OD sa send siaeckce Cectevietesecanveese ooneveees 45,880 41,676 
Merchandise, La. C. Li... ccccccccccccccccces 508,639 484,532 
MInCONMANSOUS 2. cccccccccccccccccvescoscces 403,497 391,264 
Total Cars Loaded............ wieageree 1,725,505 1,795,796 
Total Cars Received from Connections 1,115,826 1,079,840 


FINANCE APPLICATIONS 


The Tavares & Gulf Railroad Company has applied for au- 
thority to issue $425,000 of first mortgage 10-year 5 per cent 
gold bonds, and the Seaboard Air Line has applied for authority 
to guarantee the bonds. The Seaboard heretofore applied for 
authority to acquire control of the Tavares & Gulf by stock 
ownership. The Seaboard said the arrangement between it and 
the Tavares & Gulf would result in the practical absorption of 
the latter property into the Seaboard system. The proposed 
bonds are to be issued and sold to fund, refund and materially 
to reduce the obligations of the Tavares & Gulf and to improve 
its physical condition and provide for desirable betterments. 
_ The Morris & Essex Railroad Company and the Delaware, 
Lackawanna & Western, lessee, have applied for authority for 
the former to issue $11,582,000 of 5 per cent construction mort- 
gage gold bonds, out of a total authorized issue of $35,000,000, 
and for the latter to guarantee the bonds. The bonds are to 
be delivered to the D. L. & W. under the terms of the mortgag¢ 
in reimbursement of advances for capital expenditures. The 
Commission is asked to approve the mortgaging of the Morris 
& Essex property for $35,000,000. 


The Tampa & Gulf Coast, whose capital stock is owned by 
the Seaboard Air Line, has applied for authority to enable it to 
sell $434,000 of its first mortgage 5 per cent gold bonds at a 
and to apply the proceeds on indebtedness of the company 
the Seaboard. It is proposed to sell the bonds to Buell & © 
of New York City. 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS» 
FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON. ........ EVERY TUESDAY 


Thru Package Cars 







Low Rates Quick Dispatch 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 
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PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 
Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 

To —HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
September 26 
October 17 









November 7 
Also regular sailings for Mazatlan, Manzanillo, Acapulco, 

Champerico, San Jose de Guatemala, Acajutla, La Libertad, 

La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 

Balboa and Cristobal (Panama). 

Trans Shipment at Panama for South American and European Parts. 















OFFICES 
2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 606 Central Bidg., Los Angeles, Cal. 











Ten Santa Fe Years 


How the Santa Fe has grown in ten years and what 
that growth means to Santa Fe patrons. Better service 
at reasonable rates, due to efficiency of operation and 
millions spent for improvements. 


That Santa Fe freight moves promptly, that 
Santa Fe journeys are enjoyable—doesn’t just 
happen. 


Wise economies, 284 million dollars spent be- 
tween 1914 and 1924 on track and equipment, 
and the co-operation of patrons and employes— 
these have helped to built up a great trans- 
portation machine which is at your instant 
service for a most reasonable charge. And this 
in the face of heavy increase in costs of operation 
without corresponding increase in rates. 


In these ten years the Santa Fe and the South- 
west have grown together. The Santa Fe’s growth 
has been not only in mileage and facilities, but 
also in ability to serve patrons better. 


This decade has been a period of expansion. 
In it the Santa Fe’s operated mileage has in- 
creased 922 miles. Each locomotive now hauls 
4 per cent more. Nearly 14,000 more Santa 
Fe freight cars are available. There has been 
an increase of 15 per cent in passengers carried 


one mile and 79 per cent in revenue tons carried 
one mile, 


Other important items have grown, too. 
Such as expense of maintenance of the railfoad, 
which increased 121 per cent, or $1,700 a mile. 
Maintenance of locomotives showed an upward 
trend of 137 per cent, or $6,141 each. Passenger 
cars 85 per cent, or $999 acar. Freight cars 
155 per cent, or $161 per car. All operating 
expenses combined jumped 114 per cent. Taxes 
advanced for each mile of track 196 per cent, or- 
$993. Total taxes in 1924 were $17,730,961 or 
$1,499 per mile. 


Yet Santa Fe freight rates have gone up 
only 28 per cent and passenger fares only 47 
per cent. 


Freight loading carried by each car has in- 
creased 3.12 tons, or 14 per cent. Freight load- 
ing carried by each freight train has increased 
226 tons, or 54 per cent. These are gratifying 
marks of progress. 


The Santa Fe hopes to keep on growing and 
to keep on giving satisfactory service. 


W. B. STOREY, President 
The Atchison, Topeka & Santa Fe Railway System 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 


on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s'mple question relating to the law 
of interstate transportation of freight. 


A traffic man ot long experience 
and w'de knowledge will answer questions relating to practical traffic 


Iblems. We do not desire to take the place of traffic man but to 
ip him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Damages—Interest on Loss and Damage Claims 

Delaware.—Question: We are in doubt as to what interest, 
if any, we are entitled to from railroads, express companies, etc., 
in the adjustment of loss and also damage claims, through ordi- 
nary claim channels. Lust’s Law of Loss and Damage Claims, 
2d Edition, page 463, states, among other things: “But it has 
been stated in an action against a carrier for damages account 
of injury to or destruction of property in transit that interest 
is not recoverable.” 

Are we entitled to interest—on claims for loss of a shipment 
and for what period? On claims for damage and for what pe- 
riod? We very seldom know when the damage actually oc- 
curred, but if interest is legal, it could be calculated from date 
of delivery of damaged goods. 

On claims where the transportation company confiscates our 
material: This applies particularly where they appropriate to 
their own use a car of coal, consigned to us, or destroy a car 
by wreck, fire, etc. 

Will you kindly advise for our guidance, as to interstate 
shipments, presume the state law would only apply on intrastate 
shipments and not interstate shipments. Do you know of any 
ruling on the subject and where it can be found? 

Answer: Although there is some authority to the contrary 
(Stevens-Scott Grain Co. vs. A. T. & S. F. R. Co. (Kan.) 149 
Pac. 744, rehearing denied in 150 Pac. 524; Wallingford vs. R. 
Co. (Kan.), 167 Pac. 1136; Express Co. vs. Bass (Ga.), 102 S. E. 
168), many cases have held that plaintiff recovering judgment 
for loss of or injury to the goods is entitled to interest from the 
date-of the loss, that is, from the time when the goods should 
have been delivered. (Klair vs. Philadelphia, etc., R. Co., 78 
A. 1085; Forbes vs. Boston, etc., R. Co., 183 Mass. 154; Spring 
vs. Haskell (Mass.), 4 Allen 112; So. Pac. Co. vs. Haug (Nev.), 
182 Pac. 93; R. Co. vs. Reed (Tex.), 203 S. W. 410), of the date 
of the injury (Tex., etc., R. Co. vs. Erwin (Tex.), 180 S. W. 662; 
R. Co. vs. Scale (Tex.), 247 S. W. 883); other cases hold that 
the allowance of interest is within the discretion of the jury 
(Coats vs. Chicago, etc., R. Co., 144 Ill. A. 81 (Rec. 239 Ill. 154, 
87 N. E. 929), and still others that no interest is allowable ex- 
cept by way of penalty for misconduct or fraud. Lakeman vs. 
Grinnell, 18 N. Y. S. 625. 

In Haglin-Stahr Co. vs. R. Co. (Vt.), 102 Atl. 940, it is held 
that interest is allowable from time of arrival at destination 
where the goods are injured in transit; in Olcovich vs. R. Co. 
(Cal.), 176 Pac. 459, it is held that interest is recoverable from 
the date of delivery of the goods in an injured condition; in 
Nelson vs. R. Co. (Neb.), 167 N. W. 57, it is held that interest 
is allowable from date of demand. To the same effect is South- 
ern Railway Co. vs. Consumers Fuel Co., 262 S. W. 581. The 
allowance of interest on claims is purely a matter of the law 
of the state where suit is brought. 

Liability of Road Haul Carrier for Injury to Goods While in 
Possession of Switching Carrier 

Alabama.—Question: A carload of oranges shipped from point 
A, located on X Railroad, to point B, located on Y Railroad, was 
inspected on the tracks of Y Railroad, freight paid by the con- 
signee and car ordered switched to his private siding, located 
within the switching limits on Z Railroad. 

Y Railroad delivered car promptly to Z Railroad, the latter 
road taking three days to place shipment on private siding of 
consignee, resulting in serious damage to fruit. As Z Railroad 
performed a switching service only, no part of the line-haul 
revenue accruing to that carrier, can you advise me as to its 
liability? Also, in the event suit is brought, should it be di- 
rected against Z Railroad? 

Answer: In the case of Missouri Pacific R. R. Co. vs. Reynolds- 
Davis Grocery Co., 69 U. S. (L. Ed.) 627, it was held that that 
carrier was liable for loss of part of a carload of sugar shipped 
from Raceland, La., to Fort Smith, Ark., on a through bill of 
lading, the loss occurring while the shipment was in the 
possession of the St. Louis-San Francisco Railroad as a switch- 
ing carrier, the court predicating its finding that the Missouri 
Pacific Railroad was liable for the damage upon the ground that 
the St. L.-S. F. Railroad was acting during the switching of the 
shipment merely as the agent of the Missouri Pacific Railroad 
for the purpose of delivery, the switching charges of the St. L- 
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S. F. being absorbed by the Missouri Pacific Railroad ang 

St. L.-S. F. not being named in the bill of lading and receiyin 
no part of the joint through rate. $ 
Reconsignment—iIn Absence of Routing Instructions Carrier Must 

Forward Via Route Over Which Cheapest Rate Point of 

Origin to Destination Applies 

Alabama.—Question: Carload of machinery moving from 4 
point in Indiana to a point in Oklahoma, routed X Railroad-gt 
Louis-Y Railroad, shipment reconsigned in transit to a point jy 
New Mexico on the Z Railroad. Reconsignment was aceon. 
plished by the Y Railroad at St. Louis, and exchange bil} ¢ 
lading issued by the Y. Railroad containing in the space pro- 
vided for routing, the words “Z Railroad Lines.” 

The rate from point of origin to final destination via w 
Railroad to A and Z Railroad is lower than the rate via rout. 
over which shipment actually moved, i. e., St. L-Y Railroag. 
Sherman-Z Railroad. 

Was it the duty of carriers to protect on basis of the lowest 
rate, regardless of the fact that shipment moved via the higher 
route? 

Answer: In Carolina Portland Cement Co. vs. Director-Gep. 
eral, 57 I. C. C. 496, it was held that in reconsigning carriers 
must forward a shipment via a route which will produce the 
lowest total charge from point of origin to final destination, when 
no routing is given beyond the reconsigning point. 

Unless the reconsigning instructions specified routing vig 
Z Railroad in such manner as to preclude the use of any other 
line beyond the junction of the Y Railroad, it is our opinion 
that that carrier is liable for the difference in freight charges 
from point of origin to destination via the route over which the 
shipment moved and the rate via the cheaper route which should 
have been used. 

Routing and Misrouting—Joint Rate vs. Combination Rate 

Kentucky.—Question: We have read your reply to “Indi- 
ana” on page 384 of the August 15, 1925, Traffic World under 
the above caption. 

In this connection we are desirous of knowing if the ship. 
ment referred to by “Indiana” was tendered to the carriers 
routed via a route over which the published through rate applies, 
would the shipment be entitled to the combination of locals, 
using Agent Jones’ Combination Tariff No. 228, I. C. C. US-1, if 
such combination figures lower than the joint through rate, and 
is also applicable via the same route the through rate applies. 


Answer: In Conference Ruling No. 220-G the Commission 
says: 


The Commission has repeatedly announced the view that the 
law does not permit the use of any rate or fare except that con- 
tained in a lawful tariff that is applicable via the line, route, and 
gateway over and through which the shipment or passenger 
moves. The lawful rate or fare for through movement is the 
through rate or fare, wherever such through rate or fare exists, 
even though the practice in the past has been to give to some 
the benefit of such lower combination. The Commission long 
since extended to carriers, in a general order, permission to re- 
duce, on one day’s notice, a joint commodity or class rate or fare 
that is higher than the sum of the intermediate rates between 
the same points to make it equal the sum of the intermediates. 
If, therefore, carriers have maintained through rates or fares that 
are higher than the sums of the intermediates between the same 
points, it is because of their desire so to do, and not, as some 


agents of carriers have informed shippers, because the law of the 
Commission forces them to do so. 


See, in this connection, our answer to “Kentucky,” under 
the above caption, on page 488 of the August 29, 1925, Traffic 
World. 

Tariff Interpretation—Leland’s |. C. C. 1551, Tariff 1-0, Item 57%. 
Minimum Weight Applicable 

Virginia.—Question: Please refer to page 316, item 5794, 
Leland’s I. C. C. 1551, Southwestern Lines’ Tariff No. 1-O, section 
A, and advise as to your understanding concerning the use of 
Note 1, same page, when shipments do not consist of show cases. 

Apparently this note does not apply on articles moving under 
section “A,” same page, unless mixed with show cases. 


Answer: Section A, item 5794, of Leland’s I. C. C. 1551 
reads: 


Wooden mantels and such articles of furniture as are provided 
with carload, less-than-carload, or any-quantity ratings, in cur- 
rent Western Classification under caption of furniture, new 0 
second-hand furniture, forwarded for sale or speculation; furni- 
ture and furniture parts—except school desks and seats, iron 0 
steel and wood combined, and household refrigerators—wall cases, 
counters and shelvings; in straight or mixed carloads (see Note 
5), subject to item No. 176, or reissues thereof, of Southwesterm 
Lines’ Classification Exceptions and Rules—Circular No. 1-K, F. 
A. Leland’s I. C. C. No. 1527, supplements thereto and subsequent 
issues thereof; or in mixed carloads with show cases (see Note 6); 
minimum weight as provided in Note I. 


Item 176 of Southwestern Exceptions 1-K, Leland’s I. C. C. 
1527, referred to by the above item is a “two for one rule 
having to do with the furnishing of cars at variance with shi> 
pers’ orders. It is, therefore, beside the issue here and may 


be eliminated, as your query is in regard to the minimum weight 
applicable. 


Note 5 having to do with necessary parts of the articles 


and Note 6 may also be passed over, as they also are not per 
tinent to your query. 
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The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 


New York 
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Fastest Service by Sea 
1 2 days Passenger and Freight 
Itinerary: New York — Havana — Panama 
Balboa — San Diego (Westbound) — Los Angules — Sen 
Francisco 
Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian 
* automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 
Proposed Sailing Dates 
Westbound frem New York 
S.S. Manchuria, Sept. 3 S. Finland, —_ 'S {Sept.*7 


33. Manchuria, Sept. 26 pt. 28 
S.S. Mongolia, Oct. 10 4 Oct. 12 


eng from San Francisco—Les Angeles 








whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


The Traffic Service Commitee 


310 Mills Building 
WASHINGTON, D. C. 


1 North River, N. 1 Broadway, N. Y. C. 


A Box that was made to 
Protect your Goods 


Balsa boxes represent the combined benefits of nature and 
science in assisting you to protect your products against spoilage. 


Nature produced balsa wood—a natural insulator against 
heat and cold—science found a way to treat this wood and 
make it into boxes which defy outside temperatures. 







They are lighter than cork, resilient as 
spruce and as strong as pine. They save 
refrigeration costs, damage losses, prevent 
petty thefts, and get your goods delivered 
—safe. Write the nearest office for: full 
information. 


THE FLEISCHMANN 


TRANSPORTATION CO. 
Balsa Box Department 
New York Chicago 
699 Washington Street 327 So. La Salle Street 
BALTIMORE BUFFALO LANGDON, D. C. SAN FRANCISCO ST. LOUIS 
BOSTON CINCINNATI PEEKSKILL, N. Y. SEATTLE 
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California 





PANAMA Pactric LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 


N. Y. C. 
we dard St.) F ing Chelsea 6760 Tel. Bo Green 8300 
Chicago. 327 So. La Salle St. Boston, te Street 
Philadelphia, ate Bidg. Baltimore, Chamber of Commerce Bidg. 
» Ellwenger & Soucy Bldg. West Coast Agents, Pacific Steamship Co. 
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This brings us down to an interpretation of the above item 
in and of itself, particularly to the phrase “minimum weight as 
provided in Note 1.” That is, as to whether Note 1 minimums 
apply to the whole item or only when “show cases” are included 
in mixed carloads. 

Our opinion is that the whole item is subject to Note 1, 
regardless of whether the articles are in straight or mixed car- 
loads, or whether they are mixed with show cases. 

Observe that the phrase “or in mixed carloads with show 
cases” is between semicolons; in other words, set off to itself, 
as if it were between dashes or in a bracket. It is just some- 
thing additional or extra to the main item covering furniture 
and furniture parts in general. Therefore, we cannot see how 
the Note 1 phrase can be tied up to the show cases only, any 
more than to the rest of the articles only. For example, if 
you had no show cases in the car, we believe the item, as punc- 
tuated, should be read as if show cases did not exist, therein 
On the other hand, if you do have show cases in your shipment, 
you may include them in a mixed car with other furniture or 
parts at the furniture rate. This latter part is, of course, not 
in dispute. 

Delivery by Carrier—What Constitutes 

Illinois —Question: Will you not please quote or give ref- 
erence to administrative rulings or court decisions which have 
a bearing on a situation as here described? 

During the night and without previous notice to this concern 
the switching line placed on our private siding a loaded car. 
Upon the arrival of our working force at our warehouse the next 
morning it was noticed that the seal on one side had been re- 
moved and the door was partly open. 

An authorized inspector was called and upon checking out 
there was found to be missing several articles from boxes which 
were in the car. 


As the car had not as yet been accepted by this concern we 
doubt whether the carriers can properly disclaim liability. The 
car being set without notice and during the night, and the loss 
having occurred prior to the arrival of the working force the 
following morning, are facts which we believe make the carrier 
liable in this instance. 


Answer: So far as the question of delivery by a carrier on 
private or semi-private industry tracks is concerned, there are 
no decisions of the Supreme Court of the United States which 
determine definitely when delivery has been made by a carrier, 
so that we must be governed by the decisions of the state courts, 
which are not at all uniform nor recent enough in view of the 
changes made in the bill of lading by which the clause relating 
to the liability of a carrier after cars are detached from the 
train was eliminated in compliance with the Commission’s find- 
ings in the bill of lading case, Docket 4844, 64 I. C. C. 357. We 
have reference to paragraph 4 of section 4 of the Uniform Bill 
of Lading, which, prior to the opinion of the Commission in the 
above referred to case, read as follows: 


Property destined to or taken from a station, wharf, or land- 
ing at which there is no regularly appointed agent shall be en- 
tirely at the risk of the owner after unloading from cars or 
vessel, and when received or delivered on private other sidings, 
wharves, or landings, shall be at owner’s risk until cars are at- 
tached to and after they are detached from trains 


A portion of this clause has been eliminated from the new 
bill of lading prescribed for use on and after March 15, 1922, and 
paragraph (g) of section 4 thereof now reads: 


Property destined to or taken from a station, wharf or landing 
at which there is no regularly appointed freight agent shall be 
entirely at risk of the owner after unloaded from cars or vessels, 
or until loaded into cars or vessels. 


The decisions of the state courts passing upon the liability 
of the carrier for loss or damage to goods in cars when delivered 
on private or sem-private tracks, as a rule involve the construc- 
tion of the provisions relating to the liability of the carrier for 
goods delivered or received on private or other sidings before 
or after the car has been detached from the train, which was 
carried in the bill of lading previous to the revision of March 
15, 1922. 


However, the following cases relate to the liability of the 
carrier for loss of or damage to goods delivered on private in- 
dustry tracks, irrespective of the above constitutions: Mo. Pac. 
R. Co. vs. Wichita Grocery Co., 40 Pac. 899 (Kan.). Two cars 
were placed on a consignee’s siding on Saturday and burned 
before business on the following Monday; it was held that the 
cars had not been delivered and that the carrier was liable for 
the loss. Jolly vs. A. T. & S. F., 131 Pac. 1057 (Calif.). This 
case covered a car placed in front of the consignee’s warehouse 
on a siding serving the consignee and others, on Saturday after- 
noon, after 5 o’clock. The contents of the car were damaged 
by fire. It was held that the car had not been delivered and 
that the carrier was liable for the damage. Bianchi & Sons vs. 
M. & W. R. Co., 104 Atl. 144 (Vt.). It was held in this case 
that a car delivered on a private switch without notice to the 
consignee and without surrender of a straight bill of lading, had 
been properly delivered and the carrier was not liable for loss 
of goods therefrom. In this case the court held that the mere 
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placing of the car upon the consignee’s sidetrack Constituteg 
delivery by the carrier and acceptance by the consignee, but 
the court qualified its decision by calling attention to tle fact 
that the shipment consisted of monuments, which, by reago, 
of their nature, were not likely to be stolen. 

In Arkansas Midland R..Co, vs. Premier Cotton* Mills, 158 | 
S. W. 149 (Ark.), which covered delivery on a private sidetrac, [My 
it was held that the carrier was not liable for destruction, a 
delivery had been made. In Weyl vs. Sou. Pac. 156 Ill. Ap. 193. y 
it was held that a complete delivery pf merchandise by. the cap. 
rier to the consignee terminating the former’s liability take 1 
place if the car containing the-merchandise is placed by the | 





carrier upon the usual and customary place where the consigneg 
received consignment of freight in. cars, and notice of delivery 
‘by the carrier to the consignee is not essential,“ nor does the \" 
closing of the place of business of the consignee operate to cop. 
tinue the liability of the carrier for delivery made in accordance 
with instructions given. x| 
Rates—Application of—Parts or Pieces Constituting a Complete 


Article vit 

Indiana.—Question: We wish to call your attention to pages 
270 and 271 of your August 1 issue of The Traffic World, wherein, 
under “Questions and Answers,” you answer the party in Wis. 
consin as to the proper classification of kitchen cabinets shippeq 
with tops and bases separate and legs detached from the bases, 

We are very sorry to inform you that your answer is wrong 
to the extent that it is not necessary to issue separate bills of 
lading for the tops and bases. All that is necessary is to issue 
one bill of lading covering the tops and the bases, showing sep. 
arate weights for each item. This interpretation: of the Classi. 
fication is upheld by the Official Classification Committee, ds per 
their letter dated at New York City on December 31, 1919, File— 
kitchen cabinets, and also by the Southern Classification Com. 
mittee as per their File 10991—1 dated at Atlanta, Ga., on Janv- 
ary 10, 1920. * 

These interpretations were made with the first appearance 
of the Consolidated Classification, at which time the present 
method of describing kitchen cabinets‘in the classification was 
adopted, and we have since that time been so handling our ship-: 
ments of kitchen cabinets, and it is very unusual indeed for! 
any of the carriers to question the application of the one-and-: 
one-half first class rating on the upper sections and the first 
class rating on the bases with legs detached. Incidentally, we 
are the only leading kitchen cabinet manufacturer using the 
detached leg and we are responsible, at least to a great extent, 
for the present description being carried in the classifications. 

The fact that a kitchen cabinet set up or under the heading 
kitchen cabinet parts, tops set up and bases set up, either with 
legs detached or otherwise, is specifically provided for under 
the same general heading of kitchen cabinets, entirely eliminates 
the application of the complete article rule and is specific author- 
ity for a different rating applying on the top section as against 
the base section with the legs detached. 

As further evidence that the interpretations outlined above 
are correct, we wish to call your attention to Interstate Com- 
merce Commission Docket 13796, Public Service Commission of 
Indiana vs. Ann Arbor Railroad, 92 I. C. C. 83-88. The writer 
actively participated in this case from its conception to the end 
and there was no exceptions taken at any time by the Commis- 
sion or carriers as to the form of describing these articles on 
the bill of lading with.the one-and-one-half-times first class rate 
on the upper sections and the first class rate on the base sec 
tions with legs detached. 

We are giving you this information at length in order that 
you may.review the records as to the incorrectness of your al- 
swer to “Wisconsin” as outlined above iand we should appreciate 
hearing from you as to what action you take. 

Answer: In answering the question to which you refer we 
had in mind more the idea of the general application of rule 20 
than its application to the particular commodity referred to 
therein. 

We have endeavored to locate an opinion of the Commission 
which definitely construes the application of this rule as it now 
reads, but without success. While there’are three cases which 
relate to the rule, namely I. and S. Docket 76, 25 I. C. C. 442, 487; 
Decarie Incinerator Co. vs. M. & St. L. R. R. Co., 21 1. C. C. 
71 (72), and Thompson vs. L. & N., 20 I. C. C. 161 (162); these 
cases, however, either relate to a different set of facts or col- 
strue rules which, while similar to the present rule, contail 
provisions which modify its present meaning. We have partic 
ular reference to the rule which is the basis of the opinion in 
the case last referred to above. That rule, you will observe, 
contained the following clause: “Provided, however, that where 
the separate parts or pieces are rated separately in the classif- 
cation, such separate ratings may be applied.” Apparently the 
construction you have placed upon the application of the ratings 
on kitchen cabinets when shipped in the manner under consid 


eration has met with the approval of the carriers and the Com 
mission. ; 


ES 


y 





Rule 7 of Consolidated Classification 
Maryland.—Question: Will you kindly give me your inter 
pretation of Rule No. 7 of the Consolidated Classification with 
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PEORIA is located half-way between Chicago and St. Louis, sini Transfers of traffic at Peoria between the “16-line- 
haul carriers are made within a few hours by the use of tle "facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 

PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation pervien, 
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regard to carriers accepting order-notify shipments when con- 
signed to a point for boat line delivery, consignee to be notified 
at an interior point not served by the boat line making the de- 
livery at the port, but which interior point is served by rail car- 
riers. For instance, could a shipment be billed to Miami, Fla., 
in connection with a boat line with consignee to be notified at 
West Palm Beach, Fla., an interior point? Fourth paragraph of 
Rule No. 7 of Consolidated Classification reads, in part, as fol- 
lows: 


The issuing of a bill of lading for a shipment consigned 
straight or “To order” at one point, with the consignee’s address 
or instructions to notify the consignee or other party, at another 
point, will be permitted under the following conditions: When 
consignee or party to notify is located at a river landing or other 
point inaccessible to carrier’s deliveries. 


While West Palm Beach is not accessible to the boat lines 
making delivery at Miami it is accessible to rail lines. If there 
has been any decision issued by the Commission in such cases 
would thank you to give reference to such decisions. 

Answer: We can locate no opinion of the Commission defin- 
ing the application of the portion of Rule 7 of the Classification 
to which you refer (although the Commission has held the 
rule to be a reasonable one, Ludowico Celadon Co. vs. A. C. L. 
R. R. Co., 28 I. C. C. 693) other than the following statement 
in the Consolidated Classification Case, Volume 64 on Page 14: 


Rule 7 contains a provision to the effect that the issuance of 
bills of lading for freight consigned to shipper’s order at one point, 
notify consignee at another point, will not be permitted except 
where consignee is located at a prepay station or off-line point. 


Our opinion is, however, that the rule was not intended to 
apply to a situation such as you describe. Nevertheless, inas- 
much as interior or off-line points are covered by the Clause 
in Rule 7 reading “When the consignee or party to notify is 
located at a prepay station or on a rural free delivery route or 
in the interior, in which cases the shipment must be consigned 
to an adjacent open station designated by the shipper,” and 
that the word “Carrier’s” as used in the phrase “or other 
point inaccessible to carrier’s deliveries in the singular possessive 
form and therefore does not relate to any and all carriers’ deliv- 
eries, it does not seem to be possible to restrict the meaning of 
the clause to only interior or off-line points. 

Transit—Rate Applicable—Transit Tariff Restricted to 

Certain Traffic 

Missouri.—Question: Wish to call your attention to S. L. 
& S. F. tariff 3260-C I. C. C. No. 8326 in which transit privileges 
are authorized on shipments moving under the Union Pacific 
tariff 3008-D I. C. C. No. 3445. 

Question has come up as to whether or not under Item 95-A 
of Supplement No. 5 to tariff 3260-C, the through rate on grain 
products should be applied where no joint through rates are 
published on the grain. 

Will you please give me the benefit of your opinion in regard 
to this matter, also reference to any decision of the Interstate 
Commerce Commission affecting similar cases? 


Answer: Frisco I. C. C. 8326 in the heading on page 9 
provides: 


Transit privileges, as defined in Item 10, will be allowed at 
elevators, mills or warehouses within the Kansas City, Mo.-Kan., 
switching limits (see Item 5) only on traffic covered by the Tariffs, 
supplement thereto and reissues thereof, referred to on pages 

and 9, and as shown in Item 210 to 235, and only to the extent 
that said Tariffs, supplements thereto and reissues thereof, pro- 
vide for the application of rates from or via Kansas City (see 
Item 95, in connection with the St. L.-S. F. Ry. 


Near the bottom of the same page Union Pacific R. R. I. C. C. 
3445 is listed. 


As to the through rate applicable, Item 95-A Supplement 5 
provides: 


Through rate from point of origin to destination in effect at 
date of shipment from point of origin will apply. 

Where there is no joint through rate from point of origin to 
destination and proportional rates are published from Kansas 
City, Mo., via the St. L.-S. F. Ry., in tariffs lawfully on file with 
the Interstate Commerce Commission shipments may be billed 
from Kansas City, on basis of such proportional rates. 

here there is a through rate from point of origin to des- 
tination on the kind of freight into transit point, and a different 
through rate point of origin to destination on the kind of freight 
out of transit point, the higher rate will apply. (See Exception.) 

When final destination is on a foreign line and through rates 
are based on combination of locals, the basing point will be con- 
sidered the final destination within the meaning of this tariff. 

EXCEPTION—On shipments of Bran, Ground Feed, Middlings 
or Shorts, milled from Grain to transit, the rate applicable on 
Bran, Ground Feed Middlings or Shorts, from point of origin of 
Grain to destination of product will apply, but in no case less than 
the rate on Grain, from which product is milled, from point of 


origin to milling point. 

Observe that the third paragraph of Item 95-A does not 
say that the higher of the two rates, i. e., the through rate on 
grain or that on grain products is the basis for your charges in 
all instances but provides to the effect, as we read it, that if and 
when you have through rates on both commodities, then and then 
only does your higher basis take precedence and become the 
applicable rate. Note further that under the rule quoted above 
(from page 9) that the Frisco transit tariff restricts its applica- 
tion to traffic covered by certain tariffs. In the instant case, 
we are restricted to traffic covered by Union Pacific I. C. C. 3445, 
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A perusal of the Union Pacific Tariff discloses no through 
rates on grain to points on or via the Frisco with the exception 
of Item 63, page 3 of Supplement 3, which names a rate on wheat 
from Black Wolf, Kans., to Joplin, Mo. But this grain rate jg 
beside the issue and may be eliminated as you have also q 
through rate in the same tariff on the milled product betwee 
the same points therefore the alternative basis applies. 

We must concede that the transit tariff is not as clear as jt 
might be but at the same time we believe it is not ambiguoys 
either. This for the reason that in the preamble note on page 
9, quoted above, it specifically restricts its application to traffic 
covered by certain tariffs. 

Our view naturally follows that, if and when you have yo 
joint through rates from original point of origin to final destina. 
tion on the grain in the tariff to which the transit tariff restricts 
its application but do have one on the grain product, there is no 
other rate left for you to apply but the through grain product rate, 
In other words, the transit tariff specifies that it applies only on 
certain traffic as covered by certain tariffs, therefore you are not 
in our opinion permitted to go outside of the authorized tariffs 
for your rate. 

We locate no case specifically in point. See, however, Swift 
& Co. vs. C. B. & Q. R. R., 50 I. C. C. 233 wherein Interstate 
Commerce Commission said: “Transit rights must be specifically 
authorized by tariff provisions, they cannot be inferred.” Like. 
wise in Rumble & Wensel vs. Director General, 62 I. C. C. 111 it 
was said: “A Transit provision is an entirety and must be ac. 
cepted in its entirety or not at all.” 


Tariff Interpretation 


Illinois—Question: Several tariffs containing commodity 
rates on iron and steel articles have a paragraph headed “Iron 
and Steel Articles” below which heading are listed various items, 
2 — of these descriptive paragraphs we find the word 
“boiler.” 

It appears that this should be read “Iron and Steel articles, 
boiler” or “Boiler Iron and Steel articles.” We can see no 
other interpretation of the word as these particular paragraphs 
do not describe other than manufactured articles and therefore 
the word could not be interpreted to mean “boiler iron or steel.” 

It would seem that the rates autthorized by this paragraph 
would apply on any boiler parts such as doors or grates. 

Answer: Using Boyd’s I. C. C. A-1499, item 90, page 42, as 
illustrative, we find same reads in part: 


IRON AND STEEL ARTICLES 


The following list shows iron and steel articles on which rates 
are named herein: Agricultural Implement Shapes, Angles, Band, 


Boiler, Boiler Braces, Boiler Heads, Bolsters, Wagon, Coulter 
Wheels, Harrow Teeth. 


While it is true that “Boiler braces” and “Boiler heads” are 
listed specifically which might infer that other boiler parts were 
not intended nevertheless the intent or purpose is not control- 
ling. These descriptions are elsewhere in the list from the 
word “Boiler,” and as we view them they do not modify or 
restrict the word “Boiler” to cover only those parts. The word 
“Boiler” is specific in and of itself and under the heading of 
“Tron and steel” articles. Therefore, we believe, as you do, that 
the item as it now stands will cover Boiler Articles. In this con- 
nection we do not locate a case directly in point but we presume 
you are familiar with the Commission’s decisions to the effect 
that a “generic term,” such as “stone,” “lumber,” etc., without 
other qualification, will cover all articles included under such 
descriptions in the absence of specific descriptions. Here we 
have “Boiler Articles” (as we read it) therefore said item in 
our opinion covers all kinds of boiler articles, including your 
boiler doors, or boiler grates. 


As to “generic terms” cases see Boardman Co. vs. Santa Fe, 


39 I. C. C. 445 and 46 I. C. C. 352. See also Texas State Highway 
Dept., 69 I. C. C. 220. 





CONDITION OF EQUIPMENT 


Freight cars in need of repair on August 15 totaled 195,271 
or 8.4 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was a decrease of 2,010 under the 
number reported on August 1, at which time there were 197,281 
or 8.4 per cent. Freight cars in need of heavy repair on August 
15 totaled 151,265 or 6.5 per cent, a decrease of 2,409 compared 
with August 1. Freight cars in need of light repair totaled 
44,006 or 1.9 per cent, an increase of 399 compared with August 1. 

Locomotives in need of repair on August 15 totaled 10,920 
or 17.1 per cent of the number on line. This was an increase 
of 262 over the number in need of repair on August 1, at which 
time there were 10,658 or 16.7 per cent. It was, however, 4 
decrease of 703 compared with the number in need of repair 02 
August 15 last year and a decrease of 651 compared with the 
number in need of repair on August 15, 1923. Of the total 
number, 5,891 or 9.2 per cent were in need of classified repairs, 
an increase of 151 compared with August 1 this year, while 
5,029 or 7.9 per cent were in need of running repairs, an increase 
of 111 within the same period. Serviceable locomotives in storage 
on August 15 totaled 6,062, a decrease of 251 compared with the 
number of such locomotives on August 1. 
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The Cincinnati, Indianapolis and Western Railroad 


With Its Connections—‘*‘THE SHORT LINE FROM COAST TO COAST” 
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Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and is a natural 
intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high class and 
condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Hume, Metcalf, West Dana, Hillsdale, 
Brazil, Guion, Roachdale, Indianapolis, Rushville, Connersville, Cottage Grove, Hamilton, Cincinnati, and all points on its line and 
beyond these junctions in Central Freight Association and New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, 
Norfolk, Richmond and all Eastern, Southern and Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 


For information as to Rates, Routes, Service, etc., address C. I. & W. R. R. Representatives at any of the following points: 


CINCINNATI, 
INDIANAPOLIS AND 
WESTERN RAILROAD 

AND CONNECTIONS 


101 Marietta St., Room 806, Atlanta, Ga. 
436 Marquette Bldg., Chicago, Ill. 
205 Neave Bldg., Cincinnati, Ohio 
740 Railway Exchange, Kansas City, Mo. 


730 Central Bldg., Les Angeles, Calif. 

41 Porter Bidg., Memphis, Tenn. 

605 Metropolitan Life Bldg., Minneapolis, Minn. 
280 Broadway, New York, N. Y. 

620 Park Bldg., Pittsburgh, Pa. 


980 Arcade Bldg., St. Louis, Mo. 

773 Monadnock Bldg., San Francisco, Calif. 
4448 White Bldg., Seattle, Wash. 

330 Reisch Bldg., Springfield, Ill. 

419 Ohio Bldg., Toledo, Ohio 


J. A. SIMMONS, General Traffic Manager, C. L & W. R. R. Building, Indianapolis, Ind. R. B. Kinkaid, General Freight Agent. 
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29 POWERFUL MALLET LOCOMOTIVES 


IN SERVICE ON 


THE KANSAS CITY SOUTHERN RAILWAY 


The following representatives will furnish prompt information regarding rates, claims and tracing of your traffic, and other general information: 


C. P. HOCH, General Agent. B. J. GLAESER, General Agent, 
Room 1428, Woolworth Bldg., 2-225 General Motors Bldg., 
ew Yt Detroit, Mich, 


New ' 
i. H. STRONG, General Agent, H. N. HALL, General Agent, 

Hotel Beaumont, 706-707 First National Bank Bldg., 
Beaumont, Texas. Fort Smith, Ark. 
J. P. BAKER, General Agent, . H. SCOTT, General Agent, 

737 Marquette Bldg., 326 Bankers Mortgage Bidg., 
Chicago, 1). Houston, Texa 
E. Cc. RTHLEY, General Agent, E. W. TROTT, General Agent, 
301-303 Keith Bldg., 212-213 Joplin National Bank Bldg., 
Cincinnati, Ohio. Joplin, Mo. 
G. H. DOUGHERTY, General Agent, C. P. WILSON, General Agent, 

Doe reentile Bank Bldg., pd —— ciy Southern Ry. Bldg., 
a ne, =, ansas City, Mo. 

tarierone Ais 

rkburn: op 
Ft. Wi » Texas, ” 


F. BE. FAR 
Majestic Hotel Blidg., 


R, General Agent, J. WADLINGER, General Agent, 


G. J. 
522 Oliver Bldg., 
Pitts Pan 


Lake Charles, t » “a 

J. 8. HO iN, Cc. W. EELER, General Agent, 
District Freight and Passenger Agent, 912 Chemical Bldg., 

J. M. CARRIERE, General Agent, St. Louis, Mo. 
718 Carondelet Bldg., C. M. WILKINSON, General Agent, 
New Orleans, La. 205 Houston Bidg., 


. W. DUDLEY, General Agent, 
514 Colman Bldg., 
Sentee Wash. 


San Antonio, Texas. 
. C. WALKER, General Agent, 
205-208 Ardis Bldg., 


J. B. BLANTON, General Agent, Shreveport, La. 
305 Mayo Bldg., GEO. HELME, General Agent, 
Tulsa, Okla. 103-5-7 State Line Ave., 

H. J. SNYDER, General Agent, Texarkana, Texas. 


730 Central Bldg., 
Los Angeles, . 

773 Monadnock Bldg., 
San Francisco, Cal. 


Manifest Freight Service Both North and South Guaranteeing Quick Dispatch 


H. A. WEAVER, General Freight Agent, Kansas City, Mo. 


J. F. HOLDEN, Vice-President, Kansas City, Mo. 
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SALESMEN DISCUSS RAILROADS 


The Traffic World New York Burean 


At the eleventh annual convention in New York of the 
National Council of Traveling Salesmen’s Association, President 
A. M. Loeb, retiring after four years, made an attack on the 
carriers for continued high passenger rates, their efforts to 
stop the removal of the surcharge on Pullman tickets, and their 
opposition to the return of the mileage ticket book privilege. 
He expressed the belief that, unless remedies for some of these 
complaints were found the situation might eventually lead to 
government ownership and operation. Several of these subjects 
were brought up at the “kickers’ konklave” the first afternoon 
of the meeting. 

Discussing passenger rates, Mr. Loeb said that “had the 
National Council not engaged the carriers of the country in 
combat on this matter of rates, today not only commercial trav- 
elers but every member of the public who utilizes the transporta- 
tion facilities of the country would be paying decidedly higher 
rates. Said he: 


Only recently have we been confronted with the truth of what 
I have just announced. The commuters of this vicinity were un- 
organized. No one was empowered to speak for them or in their 
behalf. Witness what has resulted: a 40 per cent increase im- 
posed on interstate commuters. 

Increased commutation charges by the New York, New Haven, 
and Hartford come at a most inappropriate time when we consider 
the condition of that railroad. For the first six months of 1925 
the New York, New Haven, and Hartford showed a net income 
of $2,663,574 as against $473,514 for the same period in 1924. 


He also assailed the high cost of railroad reorganizations, 
referring to the fact that, after the Commission had cut the 
bankers’ syndicate fees for reorganization of the Missouri, 
Kansas, and Texas from $1,614,000 to $900,000, and the lawyers’ 
fees from $750,000 to $600,000, the total was “still in excess of 
10 per cent of the total sum required for the reorganization.” 
He said further: 


A statement has been made by the Van Sweringen brothers 
that the consolidation which they proposed would save $6,000,000 
a year in the operating costs of the lines involved. If that can 
be accomplished in the merging of these comparatively few lines, 
may I enquire what the saving would be were the entire railway 
system of the country merged into one unified whole? 

The railroads of this country are endeavoring to induce the 
Commission to base transportation rates on a valuation of about 
$30,000,000,000. Another coordinate of thought sets up as a fair 
basis of valuation the amount which has gone into the roads up 
to the present time, which figures about $12,000,000,000. 


Commenting on the situation with regard to railroad tax- 
ation, he said: 


The National Council favors a modification of the present form 
of taxation levied against the carriers. Today the national gov- 
ernment, state governments, counties, and municipalities place 
taxes on the carrier systems of this country, and, frankly, these 
taxes impose a great burden. 


He announced that it was the intention of the council to 
begin soon a suit in the courts against the railroads to get an 
injunction against the imposition of the surcharge on Pullman 
tickets, which it regarded as a war tax. Rebate tickets will be 
asked pending determination of the suit. The salesmen con- 
tended that the railroads were not giving service for the tax they 
were collecting. 

Holding that the railroads were planning a general drive 
to increase passenger rates, the National Council of Traveling 
Salesmen’s Associations adopted a resolution pledging every 
possible assistance to the Metropolitan Commuters’ Association 
in bringing about the establishment of “fair” rail fares. It was 
adopted “in view of the practice of basing railroad rate-making 
on valuations which include public land grants and undivided 
profits, with particular reference to the increased commuting 
rates imposed through such valuation by the Long Island and 
New Haven railroads.” 

The resolution says the recent 40 per cent commuter rate 
increase on the New Haven “precedes a general drive to in- 
crease rates throughout the United States and a breaking down 
of the ratio used since 1848 by the railroads themselves in fixing 
a differential between wholesale rates of the regular traveler or 
commuter and the retail rate of the occasional traveler.” 


CARBONIZED COAL RATES 


The Traffic World Washington Bureau 


The Commission has refused to suspend rates on carbonized 
soft coal, published by the Illinois Central and other railroads. 
They became effective September 1. They apply from mines and 
stations in group No. 6 on the Illinois Central, in southern IIli- 
nois, principally to stations on that system. The rates and min- 
imum weights applicable on bituminous lump coal are to apply 
on the carbonized coal. 

No carbonized coal, as such, is being shipped. The coal cov- 
ered in the tariffs, according to the Old Ben Coal Corporation, is 
a new product that may be placed on the market shortly. It 
made application for the rates that have been established be- 
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cause it hoped and expected to ship some in the not distant fy. 
ture. It has been making experiments for eight years, it says. 

Protests were made by coke interests and by coal and cog} 
dock operators in districts other than southern Illinois. Some 
operators and marketing companies in that part of the country 
supported the railroads and the Old Ben Corporation. The coke 
interests asserted that the carbonized coal would come into com. 
petition with coke and that it should not have any rate lower 
than five per cent less than the rate on coke. Operators produc. 
ing semi-anthracite in Arkansas and Oklahoma asserted the new 
product would come into competition with the smokeless coals 
produced by them and with anthracite. 

The railroads and the Old Ben Corporation asserted that the 
competition between the new process coal and coke would be 
small because coke was produced, primarily, for metallurgical 
purposes and that in 1924 only 7.5 per cent of the coke produced 
in the country, was used for domestic purposes. The production 
quoted by them, from the reports of the Geological Survey, was 
37,323,577 tons and the consumption for démestic purposes, was 
given as 2,812,771 tons. They further declared that in the car. 
bonization of coal only some of the volatile matter was removed 
while the primary object in coking coal, was to get rid of all the 
volatile matter. The proponent of the rate said that, as a rule, 
coke did not contain more than three per cent of volatile matter, 
while its product contained from ten to twenty times as much. 

The railroads, in justifying their proposal said they had ex- 
amined the contentions of the prospective shipper and had come 
to the conclusion that the bituminous lump coal rate would be 
the proper one to apply because the shipper said its thought was 
that the carbonized coal would compete with the well prepared 
lump soft coal. They came to the conclusion that the applica- 
tion of the lump coal rates and minima would be just to the ship- 
per and not discriminatory against any other commodity, such 
as coke, and necessary to its distribution. 

In support of its application for the lump coal rates and min- 
ima the Old Ben Corporation said the railroads would profit by 
the establishment of the lump coal rates because it would result 
in their obtaining the lump rates on screenings. Under the 
process to be used screenings or fine coal will be treated so as 
to deprive the coal of some of its volatile matter and put it into 
lumps such as were desired for domestic use. It admitted that 
the treated screenings could be used for making gas by the 
water-gas process. It said that it found the average rate on 
lump coal amounted to $2.50 per ton, yielding $125 per car of 
fifty tons. It found the average rate on screenings was $2.25 per 
ton or $112.50 per car. Under the proposed rates and minima, it 
contended, the railroads would receive $125 per car on the 
treated coal. It contended the treated coal weighed substantially 
the same as the coal untreated so the rating placed on the 
treated coal, higher than the rating on the screenings, would give 
the railroads substantially $12.50 per car more than if the screen- 
ings were shipped as screenings. 

Supplement No. 10 to Illinois Central, I. C. C. No. E-1652, 
carried the matter relating to the treated or carbonized coal, the 
language of the tariff describing the commodity as carbonized 
coal. The supplement mentioned also carried revisions of rates 
on coal, upward and downward, that did not bring forth protests. 


COAL PRODOUCTION AND SHIPMENT 


Production of soft coal the week ended August 22 is esti- 
mated at 10,527,000 net tons, an increase of 3 per cent over that 
of the preceding week, by the Bureau of Mines of the Depart- 
ment of Commerce. Preliminary reports for the week ended 
August 29 indicated a further increase in production. Anthra- 
cite production for the week ended August 29 indicated a further 
increase in production. Anthracite production for the week 
ended August 22 is estimated at 2,209,000 net tons, the largest 
output recorded since December 16, 1922. The increase over 
the week ended August 15 was 305,000 tons or 16 per cent. 

In the week ended August 23, 1,047,304 net tons of soft coal 
were dumped into Lake Erie ports, as compared with 910,160 
the preceding week. Anthracite shipped from Lake Erie ports 
the week ended August 23 totaled 34,410 net tons. Tidewater 
soft coal shipments from Hampton Roads totaled 405,486 net 
tons the week ended August 22. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
August 15-23, inclusive, was 195,327, as compared with 217,199 
cars in the preceding period, according to the car service divi- 
sion of the American Railway Association. The average daily 
shortage was 364 cars, made up of 228 box, 3 flat, 123 gondola 
and 10 hopper cars. 

The surplus was made up as follows: Box, 94,767; ven- 
tilated box, 769; auto and furniture, 7,537; total box, 103,063; 
flat, 3,983; gondola, 33,071; hopper, 20,684; total coal, 53,765; 
coke, 2,921; S. D. stock, 13,810; D. D. stock, 2,685; refrigerator, 
13,947; tank, 116; miscellaneous, 1,047; total, 195,327. 

Canadian roads reported a surplus of 31,300 box, 350 auto 
and furniture, 700 flat, 1,400 S. D. stock, 750 refrigerator and 
260 miscellaneous cars. 
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WHY 
this tremendous swing to 


“ AuIsHaAlic 
Tariff Filing? 


ECAUSE—Automatic convenience has be- 

come better known for its filing economy. 
And—recent improvements have proven a 
revelation to all who have tested the new 
Automatic advantages. 

Improved Automatic V Expansion, one of 
the most important patented Automatic fea- 
tures, alone will soon pay the moderate 
cost of installation by saving half your fil- 
ing time and 20 per cent of file and floor 
space. 

All the file is usable for filing. There’s 
no wasted space. You can always count on 
the 9 inch “‘V” spread for instant access— 
prevents crowding. You need not remove 


THE 


BIG HEARING es 
IS NOW GOING ON | eee 


forward and thefollower 
tilts backward, auto- 
matically. 


























and a complete running ¢ 
story of it is being \ 


ee whole groups of tariffs to find the one you 
° ‘ want. 
told in = These are some of the reasons why ‘the 


“Santa Fe’ Ry. Co., Topeka, Kans., in- 
stalled a carload recently—C. M. & St. P. 
Ry. Co., Chicago, say: “‘A decided improve- 
ment, save much time and space’’—Amer- 
ican Radiator Co., Chicago, wrote: ‘Most 
satisfactory files we have ever used or 
seen”—Beechnut Packing Co.: “Much more 
convenient”—General Box Co.: “Having had 
experience with possibly every other make, 
we consider Automatic best method.” 

You may now have Automatic Tariff Fil- 
ing Convenience in complete full Steel or 
Wood-Steel equipment. Why not write us 
now for more details, catalogs and prices? 


The Automatic File & Index Co. 
General Offices: E. 10th St., Green Bay, Wis. 


You can read _ the 
_whole front form of any 
Tariff without removal. 


re 
Remove only the Tar- 
iff or Supplement you 


need without disturb- 
ing any others. 





——= The 
‘Daily Traffic World 





: , If located in fol- 
Wire us today, collect, saying: , — lowing cites al 
“Send us the DAILY for ninety As you close the drawer J NewYork Cay, 


11 E. 36th St. 
Los Angeles, 
4201S. Spring. 
San Francisco, 
601 Mission. 


all tariffs are safely 


days,’ and you won’t miss the compressed. 
most important opening days. 


eae and agg mt 
=> High Styles in Stee 
or Wood-Steel Con- 
struction; also in 


The DAILY is mailed each a 
noon by first class mail, and sub- 
scribers also have the privilege of The OnlyFilesthat 
consulting our Special Service Expand®@rmpress 
Department about their traffic 


problems. 
ne 


The whole service for ninety 
red-letter days for forty-five 
dollars (something less if 
you are now a subscriber 


for The Traffic World or The 
Traffic Bulletin). 


Qa > 


New Counter Hich 
Automatic Tariff Unit 


Send your telegram at once to 


The Traffic Service Corporation 
418 South Market Street Chicago, Illinois 
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Wa The personnel classification board, appointed to revise the 
/ classification of government civil service employes when Con- 
é gress enacted legislation allowing increases in salaries as sub- 
stitutes for the war time bonuses, has advanced the tariff ex- 
aminers of the Commission from fifth to sixth class, thereby 
putting them on a footing of equality, in the matter of salary 
possibilities, with rate examiners. It has refused to advance 
the report writers who prepare memoranda for the suspension 
board when protests have been lodged against newly filed tariffs 
or individual rates, from seventh to ninth class. It has left the 
rate examiners and the report writers in their present classifica- 
tion status, sixth and seventh class. 

The change in rating given the tariff examiners makes them 
eligible to salaries ranging from $2,100 to $2,700 a year, the 
limits of the fifth class being $1,860 and $2,400. 

The three classes of Commission employes named appealed 
from the ratings given them in their first instance on the ground 
that they performed, under general supervision, “exceptionally 
difficult and responsible office work along specialized and tech- 
uical lines requiring considerable specialized training and ex- 
perience and the exercise of independent judgment.” 

The question of what rating to give the Commission men 
who watch the tariffs sent to it for filing is said to have given 
the personnel board more trouble than any other question ever 
placed before it. Their work is unlike that of any other gov- 
ernment employes, so the board had to obtain ideas on the sub- 
ject from railroad officials, several of whom are said to have 
submitted the salary lists of railroad companies to show what 
tariff men were receiving from the common Carrierrs. 


ST. PAUL EQUIPMENT TRUST 


The Traffic World Washington Bureau 


Commissioner Woodlock and Director Mahaffie, of the bu- 
reau of finance of the Commission, heard testimony September 
1 relating to the application of the receivers of the Chicago, 
Milwaukee & St. Paul for authority to issue and sell $9,270,000 
of 5 per cent equipment trust certificates to Kuhn, Loeb & Com- 
pany and the National City Company at 97 per cent of par and 
accrued dividends. 

Mark W. Potter, formerly a member of the Commission 
and now one of the St. Paul receivers, testified that the offer 
of Kuhn, Loeb & Company represented the current market price 
for the securities and that the court had approved the trans- 
action. He said he and Mr. Byram, president of the St. Paul 
and one of the receivers, had tried to “get the price up.” He 
said Mr. Bryam contended that the certificates should bring 
97%. The bankers, however, the witness continued, said they 
had done the best they could. 

The equipment to be acquired with the proceeds from the 
sale of the securities, consisting of 6,500 freight cars of various 
types, Mr. Potter said, was ordered before the court order au- 
thorizing the purchase was entered. He said the situation was 
that everybody was “saturated” with the thought that the 
equipment was needed and that, therefore, the order was ten- 
tatively placed. He explained that arrangements were made 
to borrow $3,600,000 at not more than 6 per cent, from Kuhn, 
Loeb & Company, to make the initial payment on the equipment. 
He said the cars were now being delivered. 

Mr. Potter. told of the offer of L. S. Freeman, of Freeman 
& Company, dealers in equipment securities, of 99 for the cer- 
tificates if he could have had them at the time the offer was 
made. He said he did not feel that Mr. Freeman was making 
a “firm” bid and that in any event that at that time the cer- 
tificates were not available for sale. He said no other bankers 
were approached. 

It was brought out that Kuhn, Loeb & Company and the 
National City Company were the reorganization managers for 
the St. Paul. Mr. Potter said, however, that the receivers dealt 
with the bankers as “bankers” and that he regarded the relation 
to them in that respect as separate and distinct from reorganiza- 
tion managers. 

Mr. Freeman tetsified that he talked with Mr. Potter July 
2 about buying the certificates at 99. He said the next he heard 
about the certificates was when a representative of Kuhn, Loeb 
& Company called him over the telephone and asked him 
whether he wished to buy some of the certificates. That was 
on August 4, he said, adding that he replied that he could not 
handle the certificates then because the price was too high. 


Mr. Hanauer, of Kuhn, Loeb & Company, with whom the 
negotiations about the certificates were conducted, testified that 
97 was “a very high and a very fair price’ when the certificates 
were bought. Following their purchase, he said, the market 
began to decline and that it had continued to decline. 


Mr. Freeman said that when he discussed the matter with 
Mr. Potter he did not know that tentative arrangements had been 
made with Kuhn, Loeb & Company for the short-term financ- 
ing of the $3,600,000. He said if he had known that at the time 
he probably “would have dropped out of the picture.” 
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B. B. Greer, vice-president of the St. Paul, testified as tg 
the company’s need for the new cars. He said the St. Paul haq 
lost business because it did not have sufficient cars of certain 
types in competitive territory. He was questioned about car 
shortage and car surplus reports, but he said such figures dig 
not show that &ompetitors of the St. Paul had supplied equip. 
ment for business that the St. Paul might have obtained if jt 
had had cars to handle the business. 


STATUS OF TRAIN CONTROL 


The following statement is authorized by W. J. Harahan, 
chairman of the committee on automatic train control of the 
American Railway Association: 


The work of installing automatic train control devices on the 
Class I railroads in accordance with the orders of the Interstate 
Commerce Commission, which will require the expenditure of ap- 
proximately $26,000,000 by the 45 roads named in Order No. 1, is 
progressing rapidly and every effort is being made to complete the 
work at the earliest possible date. 

Up to August 1 this year, out of 7,745 miles of track of the 45 
Class I carriers, which the Interstate Commerce Commission named 
in its Order No. 1, designated for installation of train control devices 
installation had either been completed or was under way on divisions 
totaling 5,044 miles, or 65 per cent of the total mileage covered by the 
Commission’s Order. On January 1, last, installation had been com- 
pleted or was under way only on 3,592 miles, or 42 per cent. 

All of the 45 roads have selected a train control device for installa- 
tion on the sections of their right of way selected in accordance with 
the order of the Commission. Of that number, three roads have 
selected the ramp type; twenty-three, the intermittent induction type: 
thirteen, the continuous induction type, and six, the plain automatic 
stop using continuous control. 

_ Thirteen roads have actually completed permanent installation, 
while sixteen roads have permanent installation now under construc- 
tion. Preliminary installation has been completed by thirteen roads, 
while three others have preliminary installations now under 
struction. 

Not only are the railroads spending millions of dollars in an effort 
to carry into effect the orders of the Interstate Commerce Commission 
regarding train control, but they are also lending their best efforts to 
develop train control devices by actual operation under all sorts of 
conditions. They are also doing everything they can to determine to 
what extent train control devices will add safety in the actual 
operation of train and the effect on traffic movements. They also 
are doing everything possible to assist the Interstate Commerce Com- 
mission in arriving at conclusions as to efficacy of various devices. 

The original order of the Commission named 49 roads, but the 
Chicago, St. Paul, Minneapolis & Omaha; the Buffalo, Rochester & 
Pittsburgh; the Western Maryland, and the Chicago & Erie Railroads 
were later exempted. The Commission on January 14, 1924, in its order 
No. 2 also ordered 47 of the roads listed originally to install train 
control devices on a second division, but later exempted five of 
those roads from the provisions of the order. The Commission in 
its Order 2 also ordered 45 additional roads to equip one division 
prior to February 1, 1926. Later, at the request of the carriers, 


the. Commission also suspended the second order so far as the 45 
additional roads were concerned. 


con- 


WAGE STATISTICS 


; Total compensation of 1,781,696 employes of Class I railroads 
in June amounted to $240,057,473, according to wage statistics 
compiled by the Bureau of Statistics of the Commission. The 
number of employes reported represented an increase of 14,404, 
or eight-tenths of 1 per cent, over the returns for the previous 
month. The total compensation increased $2,257,343, or nine 
tenths of 1 per cent. Compared with the returns for June last 
year the employment in June this year showed an increase of 
six-tenths of 1 per cent. The total compensation, however, in- 
creased 4.6 per cent, due largely to an increase in the average 
number of hours worked per employe, the bureau said. There 


was one more working day in June this year than in June last 
year. 


OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports of Class I roads, not including 
switching and terminal companies, for June, 1925 and 1924, 


and for the six months ended with June, 1925 and 1924, show 
the following: 


Loaded car-miles—1,331,455,000 for June and 1,198,239,000 for 
June, 1924; 7,921,983,000 for six months ended with June and 
7,643,022,000 for the same period of 1924. 

Empty car-miles—754,099,000 for June and 670,206,000 for 
June, 1924; 4,333,638,000 for six months ended with June and 
4,057,002,000 for the same period of 1924. 

Net ton-miles—35,863,000,000 for June and 31,968,000,000 for 
June, 1924; 212,509,000,000 for six months ended with June and 
204,727,000,000 for same period of 1924. 

Average number freight cars on line daily—2,524,033 for June 
and 2,471,256 for June, 1924; 2,517,863 for six months ended with 
June and 2,469,177 for same period of 1924. 

Average number of locomotives on line daily—32,491 for June 
and 33,140 for June, 1924; 32,691 for six months ended with June 
and 33,229 for same period of 1924. 

Per cent unserviceable of total locomotives—17.8 for June and 
18.8 for June, 1924; 18.6 for six months ended with June and 19 
for same period of 1924. 

Per cent unserviceable of total cars on line—8.2 for June 
and 8 for June, 1924; 8 for six months ended with June and 7.3 
for same period of 1924. : as 

Car-miles per car-day—27.4 for June and 25.1 in June, 1924; 
26.8 for six months ended with June and 26 for same period of eee 

Net tons per loaded car—26.9 for June and 26.7 for June, 1924; 


eg og six months ended with June and 26.8 for same period 
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Kelly Caterpillar Tires 
Deliver More Loads 


During the rush and scramble of the fall 
moving season, you can depend on Caterpillar- 
equipped trucks to get there on time with 
safety to the men, the truck and the load. 










The rutty, muddy roads of suburban devel- 
opments hold no terrors for Kelly Kats. They 
push on in spite of conditions under-foot. 


r 








On rain-greased, skiddy pavements they 
give the driver control of his truck. Sudden 
stops and turns can be made without danger. 













Because of the side-vent construction and 
the unusual resiliency of the rubber, Kelly Kats 
give 50% more cushioning. They protect 
valuable loads as well as the more delicate 
parts of the engine from being battered by 
uneven road surfaces. 










There are no Caterpillar 
tires but Kelly Kats 








KELLY-SPRINGFIELD TIRE CO. 
250 West 57th Street New York, N. Y. 










Discussing Kelly Kats Mr. H. Cockrell says ‘‘I am more than 
pleased with their traction and cushioning qualities.’’ These qualities 
combined with their low mileage costs have made Kelly Kats popular 
with hundreds of truck owners. 
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- 17341. 


- 17350. 


- 17353. 


- 17361. 





Digest of New Complaints 


17215. Sub. No. 1. 
B. & O. et al. 

Unreasonable charges on potatoes from points in North Dakota 
and Minnesota to Wheeling, W. Va. Asks reparation. 

17235. Intrastate class rates within the state of South Dakota. 

This is an investigation instituted by the Commission, on 
petition of receivers of C. M. & St. P., to determine whether 
class rates prescribed by the state commission are in violation 
of section 13 of the interstate commerce act. 

17272. Sub. No. 2. Nivison-Weiskopf Co. et al., Reading, O., vs. 
B. & O. et al. 

Rates in violation of sections 1, 4 and 6 of the act, on silica 
sand from Millington, Ottawa, Oregon, Sheridan, Utica and 
Wedron, Ill., to Reading and Bond Hill, Cincinnati, O. Asks 
cease and desist order, rates for future and reparation. 

Servidor Co., Milwaukee, Wis., vs. C. M. & St. P. et al. 

Rates in violation of sections 1 and 6 of the act, on ‘Servidor 
doors” from Milwaukee to Seattle, Wash. Asks cease and desist 
order and reparation. 

17342. McFarland Engineering Co. et al., Kansas City, Mo., vs. 
Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act, on sand from 
Red Wing, Minn., to Ketchum, Ross City, Wagoner and Pawhuska, 
— Asks cease and desist order, rates for future, and repara- 
tion. 
17343. Mobile (Ala.) Chamber of Commerce and Business League 
et al. vs. Muscle Shoals, Birmingham & Pensacola et al. 

Rates on cross ties, lumber, logs, piling and staves from points 
on M. S. B. & P. to Mobile for export and coastwise movement in 
violation of section 1, discriminatory and prejudicial against com- 
plainants and preferential of Pensacola, Fla., in violation of sec- 
tions 2 and 3. Asks cease and desist order, rates for future and 
reparation. 

17344. M. C. Peters Mill Co., Omaha, Neb., vs. Director-General, 
as agent. 

Unreasonable rates and charges on imported burlap from Pacific 
coast ports of entry to Omaha. Asks reparation. 

17346. Meier-Dawson Produce Co., Denver, Colo., vs. Colorado 
& Southern et al. 

Charges in violation of first three sections of act, on mixed 
carload of vegetables from San Benito, Tex., to Denver, because 
of rate applied to garlic in shipment. Asks cease and desist order, 
rates for future and reparation. 
17347. Tulsa (Okla.) Traffic Association et al. vs. Santa Fe et al. 

Unreasonable rates on package salt and crushed rock salt from 
Kansas salt mine shipping points to Tulsa. Asks cease and desist 
order, rates for future and reparation. 

17348. Boyle Commission Co., Wichita, Kans. vs. C. B. & Q. et al. 

Rates in violation of sections 1 and 4 of the act, on potatoes 
from points in Colorado, Idaho, Nebraska and Utah to Nashville, 
Tenn., and other points. Asks reparation. 
ey Manhattan Rubber Co., Passaic, N. J., vs. D. L. & W. 
et al. 

Rates in violation of sections 1 and 6 of the act, on asbestos 
packing, reinforced with metal, in burlapped bales, L. C. L., from 
Manheim, Pa., to Passaic, N. J. Asks cease and desist order, 
rating for future and reparation. 

Planters Oil Mill, Greenwood, Miss., vs. Y. & M. V. et al. 
Rates and charges in violation of sections 1 and 6 of the act, on 
fertilizer from Greenwood, Miss., to Angola, La. Asks rate for 


future and reparation. 
General Motors Truck Co. of Kansas City, Mo., et al., vs. 


M. W. Barlow & Co., Minneapolis, Minn., vs. 


17351. 
Grand Trunk Western et al. 

Rates in violation of sections 1, 2, 3 and 6 of the act, on auto 
trucks and parts from Pontiac, Lansing and Detroit, Mich., Cleve- 
land, O., Evansville, Logansport and Marion, Ind., to Kansas 
City, Omaha, St. Joseph and Iowa points. Asks reparation. 

Orgill Bros. & Co., Memphis, Tenn., vs. Rock Island et al. 
Rates and charges in violation of sections 1 and 6 of the act, 


on furniture from Oklahoma City, Okla., to Jackson, Miss. Asks 
cease and desist order and reparation. 


17354. John Deere Plow Co., Dallas, Tex., vs. St. Louis-San 
Francisco et al. 


Unreasonable rate and charges on carload of farm wagons from 


Fort Smith, Ark., to Fredericksburg, Tex. Asks rates for future 
and raparation. 


° a Pfister & Vogel Leather Co., Milwaukee, Wis., vs. Erie 
et al. 

Rates in violation of first three sections of the act, on four 
carloads of loose dry hides from New York, N. Y., to Milwaukee 
Wis. Asks reparation. ; 
17356. Strange-Maguire Paving Co., Salt Lake City, Utah, vs. 
— Fe et al. 

nreasonable rates and charges on asphalt from Rich 
Calif., to Delta, Colo.. Asks reparation. 4 pageninn 


ax Jackson Traffic Bureau et al., Jackson, Miss., vs. A. & V. 

Rates in violation of first three sections of the act, on staves 
and heading from Winnsboro and Oak Ridge, La., to Jackson, 
Miss., and Rayville, La. Asks rates for future and reparation. 
~ Ryan Fruit Co. et al., Seattle, Wash., vs. Southern Pacific 
et al. 

Unreasonable rates for refrigeration on cantaloupes from points 
in California, Oregon, Washington, and Nevada to points in Utah, 
Washington, Oregon, Montana, Colorado, Wyoming, Nebraska, 
a Idaho and Illinois. Asks rates for future and repara- 

on. 

17362. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Norfolk & Western et al. 

Rates and charges in violation of first three sections of act, 
on wind mill wheels and metal signs from Lynchburg, Va., to 


Navasota, Tex., and Bryan, Tex. Asks rates for future and 
reparation. 
17363. E. C. Klipstein & Sons Co., Charleston, W. Va., vs. 


Indiana Harbor Belt et al. . 
Unreasonable, preferential and prejudicial rates and charges on 
sulphuric acid from Grasselli, Ind., to South Charleston, W. Va. 
Asks rate for future and reparation. 
17364. Western Paper Makers’ Chemical Co., Kalamazoo, Mich., 
vs. New York Central et al. 
Unreasonable rates on paper known as “Satin White’ from 
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Kalamazoo to points in C. F. A. territory. Asks rates for future 
and reparation. 
No. 17365. Brown Mfg. Co., Zanesville, O., vs. B. & O. 
Rates in violation of sections 1 and 4 of the act, on plate stee] 
from Pittsburgh and Junction Transfer, Pa., to Zanesville, 9, 
Asks reparation. 


No. 17365. Sub. No. 1. Brown Manley Plow Co., Malta, O., vs. B. & 0, 
Same complaint and prayer with respect to shipments of bar 
and plate steel from Pennsylvania points to Malta. 
No. 17365.. Sub. No. 2. Brown Mfg. Co., Zanesville, O., vs. Pennsyl. 
vania. 
Same complaint and prayer with respect to shipments of steg] 
plates from Pittsburgh to Zanesville, O. 


No. 17366. .American Grain & Hay Co. et al., Memphis, Tenn., ys, 
Illinois Central et al. 

Rates in violation of first three sections of the act, on grain ang 
grain products from points on Illinois Central in Iowa, Illinois, 
Minnesota and Wisconsin to points in Arkansas via Memphis, 
Tenn. Asks rates for future and transit at Memphis, on basis 
of joint through rates. 


No. 17367. The Texas Co., New York City, vs. Beaumont, Sour Lake 
& Western et al. 
Charges in violation of section 6, on petroleum products from 
Texas points to points in Colorado. Asks reparation. 


No. 17368. Knight & Kennett, Louisville, Ky., vs. L. & N. et al. 
Unreasonable charges on cattle and hogs from Louisville, Ky,, 
and National Stock Yards, Ill., to Havana, Cuba, via Jacksonville, 
Fla., and Key West, Fla. Asks reparation. 


No. 17369. A. F. Dechman Co., Jacksonville, Fla., vs. Denver & Rio 
Grande Western et al. 
Charges in violation of sections 1 and 4 of the act, on onions 
from Delta, Colo., to Jacksonville, Fla. Asks rates for future and 
reparation. 


No. 17370. Meridian Fertilizer Factory, Meridian, Miss., vs. A. C. L. 
et al. 
.Rates in violation of sections 1, 3 and 4 of the act, on phosphate 
rock from Tilphosco, and Brewster, Fla., to Meridian, Miss, 
Asks rates for future and reparation. 


No. 17371. Little Rock Chamber of Commerce et al., Little Rock, 
Ark., vs. Arkansas & Louisiana Missouri et al. 
Rates in violation of first three sections of act, on common 
window glass from Shreveport, Cedar Grove and Gas Center, La., 
to Little Rock, Ark. Asks rates for future and reparation. 


No. 17372. Algoma Lumber Co., Los Angeles, Calif., vs. Director- 
General, as agent. 
Charges in violation of sections 1, 4 and 6 of the interstate com- 
merce act and section 10 of federal control act, on malleable link 
belting from Indianapolis, Ind., to Algoma, Ore. Asks reparation. 


No. 17373. Florence (Ala.) Chamber of Commerce vs. L. & N. et al. 

Rates and charges on common brick from Lawrenceburg, Tenn., 

to Russellville, Ala., in violation of sections 1, 2, 3 and 6 of the 
act. Asks reparation. 


No. 17374. Washington Building Lime Co., Baltimore, Md., vs. Penn- 
sylvania et al. 

Rates in violation of first three sections of act, on lime from 

Woodville, Ohio, to Baltimore, Md., points. Asks rates for future 
and reparation. 





EQUIPMENT TRUST APPROVED 


With Commissioner Eastman dissenting, the Commission, 
by division 4, has authorized the Texas & Pacific tq issue and 
sell $2,475,000 of 4% per cent equipment trust certificates to 
Kuhn, Loeb & Company at 96.89 per cent of par and accrued 
dividends. Proceeds from the sale of the certificates will be 
applied on the purchase price of 25 locomotives and 750 gondola 
cars, which will be acquired at an approximate cost of $3,310,250. 


RATES ON SALT 


Rates on salt from points in Ohio to points in Western 
Trunk Line territory, as contained in supplement 1 to Boyd’s 
I. C. C. A-1485 and supplement 7 to Jones’ I. C. C. 1470, are 
protested in I. and S. 2457, heard before Examiner Sharp at 
Chicago, September 2. 

L. H. Strasser, attorney for respondent carriers, made a 
statement to the effect that the sole purpose of filing the tariffs 
under suspension was to correct a clerical error in the previous 
tariffs. He said the error was so obvious that the correction 
should have been allowed without protest. He also said that 
the carriers did not feel called on to defend what the protestant 
had called an increase in rates. 

A. E. Cook, for the carriers, testified that the tariff error 
was made by one of the clerks in the tariff bureau and that it 
resulted in rates from the Akron-Cleveland producing points that 
were the same as those from eastern Michigan points to des- 
tinations west of the Mississippi. Before the error was made, a 
differential existed that made the rates from Akron and Cleve- 
land producers two cents a hundred higher. He also said that 
the tariffs containing the error had been published to carry out 
the orders of the Commission in the salt case of 1923, but, be- 
cause of the error, the order was not correctly complied with. 

W. J. Tomkins, for the Colonial Salt Company, the Union 
Salt Company, and the Ohio Salt Company, protestants, read 
from the decision of the Commission in the salt case (92 I. C. C. 
388) to the effect that the Commission said that the carriers, in 
making rates, should group the Ohio producing points with 
those in eastern Michigan to destinations west of the Missis- 
sippi. He offered an exhibit tending to show that there was 
little difference in the distances from either group of producing 
points to the Mississippi River and that on the basis of distance 
there should be no difference in the rates. 


septem! 


— 





Ire 


ee] 
0 


September 5, 1925 








YO 


Qa 


Railroads Take In More, but 
Pay Out More 


The railroads have been handling the 
greatest volume of business ever known, 
and their average rate level is higher than 
in the years immediately prior to our entry 
into the World War. Because of the in- 
creased volume of business and the higher 
level of rates, the amount of money taken 
in by the railroads is of course greater than 
in our prewar years. And yet the owners 
of the railroads, the stockholders, are not 
so well off today as they were then. 


The reason for this is that the increase 
in railway expenditures is greater than the 
increase in railway receipts. The amount 
of money taken in by the. Class I railroads 
was $2,325,000,000 greater in 1924 than in 
1916, But their payrolls were $1,260,000,000 
greater; their locomotive fuel cost $187,- 
000,000 more; their other materials and 
supplies cost $580,000,000 more; their taxes 
were $183,000,000 greater. Including in- 
creases in other items classified as operat- 
ing expenses, the total operating expenses 
and taxes of the Class I railroads were 
$2,391,000,000 greater in 1924 than in 1916. 
This means that, notwithstanding improved 
efficiency of operation, there was an in- 
crease of $102.80 in operating expenses and 
taxes for every increase of $100 in operating 
revenues. As a result, the amount remain- 
ing after payment of operating expenses 
and taxes was $66,000,000 less in 1924 than 
in 1916. 


Meanwhile, in the face of this decrease, 
the need for a considerably increased return 
had developed. Between 1916 and 1924 the 
Class I railroads spent $4,489,000,000—much 
of it borrowed—for the improvement and 
extension of their properties. On this added 
investment, it is immediately evident, not 
one cent was earned in 1924; in fact, as 
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figures show, the return earned in 1924 on 
the basis of the 1916 investment was 
actually $66,000,000 less than was earned 
in 1916. 


The increased investment since 1916 has 
been of great and timely benefit to the pub- 
lic. It has enabled the railroads to expand 
their facilities to meet the constantly in- 
creasing needs of the country and to render 
highly satisfactory service. It has resulted 
in economies of operation which have kept 
the railroads as a whole going concerns in 
the face of declining rates. This increased 
investment, however, has not yet begun to 
earn a return for itself. Moreover, since 
interest charges come ahead -of dividends 
and since the return out of which both 
must be paid has decreased since 1916, the 
owners of the railroads, despite increases in 
both volume of business and level of rates, 
are actually in-a less favorable position 
today than they were before our entrance 
into the war. 


Those who provide the facilities for trans- 
portation service must be allowed an equit- 
able share in its rewards. The future of 
our nation demands that there be continued 
improvement and extension of railway fa- 
cilities as business grows, and the money 
for this expansion must come, even more 
largely in the future than in the past, from 
those who are willing to accept the risks 
of ownership. This means that the earning 
power of the railroads must be safeguarded. 
There is no other solution. 


Constructive criticism and suggestions are 

invited. bald 
C. H. MARKHAM, 

President, Illinois Central System. 

CHICAGO, September 1, 1925. ' 
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items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 8—Chicago, Ill.—Chairman Aitchison: 
17000—Rate structure investigation. 
Ex Parte 87—Revenues in Western District. 
September &—Dallas, Tex.—Examiner Hall: 
6986—Lone Star Gas Co. vs. C. R. L. & G. Ry. Co. et al. 
1. and S. No. 2475—Grain and grain products from Western states 
to Louisiana. 
September 8—New York City, N. Y.—Examiner Armes: 
17145—Home Metallic Bedstead Co. vs. B. & A. R. R. (The N. Y. C. 
R. R. Co, Lessee) et al 
Sept. 8&—Estes Park, Colo.—Commissioner Hall and Examiner Money: 
6845 (and Sub. Nos. 1 and 2)—Iola Cement Mills Traffic Association 
et al. vs. A. & V. Ry. et al. 

Portions of Fourth Section Application Nos. 462 et al., filed by 
Agent Leland, in re cement from Chanute, Humboldt, Fredonia, 
Mildred, Iola and Independence, Kans., and Dewey, Okla., to Ark., 
La., Miss. and Memphis, Tenn. 

16988—Oklahoma Portland Cement Co. vs. A. & V. Ry., et al. 
September 8—Washington, D. C.—Examiner Marchand: 


Val. Dkt. No. 199—In re tentative valuation of the property of the 
Greenwich & Johnsonville Ry. Co. 

Val. Dkt. No. 296—In re tentative valuation of the properties of the 
Cooperstown & Charlotte Valley R. R. Co. and the Cooperstown & 
Susquehanna Valley R. R. 

Val. Dkt. No. 328—In re tentative valuations of the properties of the 
Delaware & Hudson Company et al. 


Val. Dkt. No. 331—In re tentative valuation of the property of 
Wilkes-Barre Connecting Railroad Co. 


September 8—Chicago, Ill.—Examiner Sharp: 
14472—Dolese Brothers Company et al. vs. Santa Fe et al. 
hearing.) 
September 9—Cincinnati, O.—Examiner Cummings: 
* 1, & S. No. 2487—Classification rating on asphalt composition bat- 
tery boxes. 
September 9—Fennimore, Wis.—Railroad Commission of Wisconsin: 
Finance No. 4928—In re application of Chicago & North Western 
Railway Company for authority to abandon its line between 
Fennimore and Woodman, Wis. 
September 9—Columbia, S. C.—Examiner Johnson: 
Fourth Section App. No. 12646, filed by Agent J. J. Cottrell, In re 
rates on lumber and lumber articles, C. L., between points in 


North Carolina and Virginia, on one hand, and points in South 
Carolina, on the other. 


* Fourth Section Application No. 12738, et al., filed by Charles Bar- 
ham, in re rates on lumber from points in Ala., Fla., Ga., Miss., 
and Tenn., to points in N. C., S. C., and Va. 

September 9—New York City, N. Y.—Examiner Armes: 

17065—The Columbia Mills, Inc., vs. D. L. & W. R. R. 

September 9—Washington, D. C.—Examiner Quimby: 

Val. Dkt. No. .452—In re tentative valuation of the property 
Combs, Cass & Eastern R. R. Co. 

September 9—Argument at Washington, D. C.: 

1. and S. No. 2392—Newspapers in baggage cars in C. F. A. and 

Trunk Line territories. 
September 9—Chicago, Ill.—Examiner Sharp: 
16747 and Sub. Nos. 1 and 2—George W. Pyott Sand & Gravel Co. 
et al. vs. Santa Fe et al. 

September 9—Fort Wayne, Ind.—Examiner Disque: 

16835—Liberty Cooperage & Lumber Co. vs. L. & N 
ae of Fourth Seection Application Ne. 1952, 


(Further 


of 


. R. R. et ab 
filled by L. & 


a a 
bie ~~ aia Cooperage & Lumber Co. vs. L. H. & St. L. Ry. 
oO. et al. 
September 9—Washington, D. C.—Examiner Hill: 
17078—Canton Box Co. vs. Penn. R. R. 

September 9—Washington, D. C.—Examiner Davis: 

* Finance No. 5025—In the matter of the joint application of the 
Louisville Home Telephone Company, Inc., Independent Long Dis- 
tance Telephone & Telegraph Co., Inc., Central Home Telephone & 
Telegraph Co., Inc., Cumberland Telephone & Telegraph Co., Inc., 
and American Telephone & Telegraph Co. of Ind. for a certificate 
that the acquisition by the American Telephone & Telegraph Co. of 
Indiana of the telephone property of the Independent Long 
Distance Telephone & Telegraph Co., Inc., will be of advantage to 
the persons to whom service is to rendered and in the public 
interest. 

* Finance No. 5026—In the matter of the joint application of the 
Louisville Home Telephone Company, Inc., Central Home Tele- 
phone & Telegraph Co., Inc., Cumberland Telephone & Telegraph 
Co., Inc., and Indiana Bell Telephone Co. for a certificate that the 
acquisition by the Indiana Bell Telephone Company of the tele- 
phone property of the Louisville Home Telephone Co., Inc., and 
Central Home Telephone & Telegraph Co., Inc., will be of ad- 


vantage to the persons to whom service is to be rendered and in 
the public interest. 


September 10—Pittsburgh, Pa.—Public Service Commission of Penna.: 
* Finance No. 4952—Application of the Pittsburgh & West Virginia 

Ry. Co. for a certificate of public convenience and necessity. 
September 10—Washington, D. C.—Examiner Brown: 

Finance No. 4972—Application Los Angeles Junction Ry. Co. for 
authority to acquire control, by lease, of the railroad of the Cen- 
tral Manufacturing District, Incorporated. 

September 10—Marion, Ind.—Examiner Disque: 
17126—Marion Machine, Foundry & Supply Company vs. C. Cc. C. & 
St. L. Ry. et al. 
September 10—Chicago, Ill.—Examiner Sharp: 
arson, Pirie, Scott & Co. et al. vs. Santa Fe et al. 
Saptember 10—New York, N. Y.—Examiner Armes: 


and S. No. 2471—Estimated weights on petroleum products in Chi- 
cago District. 
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September 10—Cincinnati, O.—Examiner Cummings: 

17083—The United States Can Co. vs. A. & V. Ry. et al. 

September 10—Erie, Pa.—Examiner Copenhafer: 

' 17035—Erie Bolt & Nut Co. et al vs. B. & O. R. R. et al. 

September 10—Columbia, S. C.—Examiner Johnson: 

17099—South Carolina Penitentiary et al. vs. A. & R. R. R., et al, 

September 11—Washington, D. C.—Examiner Davis: 

* Finance No. 4997—In the matter of the joint application of 
Penn State Telephone Company and the Bell Telephone Company 
of Pennsylvania for a certificate that the acquisition by the Bell 
Telephone Company of Pennsylvania of certain properties Of the 
Penn State Telephone Company will be of advantage to the 
persons to whom service is to be rendered and in the public 


interest. 
September 11—Chicago, IIl_—Examiner Sharp: 
I. ell g No. 2482—Minimum weight on Salt, transcontinental West: 
September 11—New York, N. Y.—Examiner Armes: 
1. and S. No. 2476—Tin plate and terne plate from Pittsbur 
and related points to Gulf ports for export. 
September 11—Cincinnati, O.—Examiner Cummins: 
17165—The Nivision-Weiskopf Company vs. A. & V. Ry. et al. 
September 11—Oklahoma City, Okla.—Examiner Hall: 
16967—The Oklahoma Publishing Co. vs. Ft. S. & W. Ry. et aj, 


September 11—Indianapolis, Ind.—Examiner Disque: 
17056—The Norris Fertilizer Co. vs. L. & N. R. R. et al. 
17063 (and Sub. No. 1)—Sam Karnowsky vs. C. B. & Q. R. R. et al, 
17060—The Frohman Chemical Co. vs. B. & O. R. R. et al. 

September 11—Cleveland, O.—Examiner Copenhafer: 

16534 (and Sub. No. 1)—National Refining Co. et al. vs. C.C. C4 
St. L. Ry. et al. 

16532—The American Petroleum Products Co. vs. C. C. C. & StL I 
Ry. et al. 

Sept. 11—Washington, D. C.—Examiner Law: 

Finance No. 3811—Excess income of the Louisiana & Northwest 
Railroad Company. 
September 12—Chicago, Ill—Examiner Sharp: 
16951—Manufacturers’ Association of Chicago Heights on behalf of 
the American Manganese Steel Co. vs. Penn. R. R. et al. 

September 14—Washington, D. C.—Examiner Brinkley: 

Val. Dkt. No. 508—In re the tentative valuation of the property of 
the Shelby Northwestern Railway Co. 

September 14—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 511—In re tentative valuation of the property of Mis- 
souri & North Arkansas R. R. Co. 

September 14—Augusta, Ga.—Examiner Johnson: 

17093—Augusta Face Brick Co. et al. vs. A. C. L. R. R. et al. 
September 14—Chicago, Ill.—Examiner Sharp: 

16976—Indian Refining Co., Inc., vs. L. & N. R. R. et al. 

15383—Earl Brothers vs. C. M. & St. P. Ry. 

September 14—Boston, Mass.—Commissioner Eastman: 

* 15879—Eastern Class Rate Investigation. (Further hearing.) 

September 14—Louisville, Ky.—Examiner Cummings: 

17068—W. P. Brown & Sons Lbr. Co. vs. A. G. S. R. R. et al 

1. & S. No. 2485—Live stock from Texas to Cincinnati, O., Indian- 
apolis, Ind., Louisville, Ky., and related points. 

* Fourth Section Application 12734 filed by Agent F. A. Leland. In 
re establishment rates for transportation of live stock. (To be 
heard with I. & S. 2485.) 

September 14—Oklahoma City, Okla.—Examiner Hall: 

16802—Texas Cement Plaster Co. vs. A. & S. Ry. et al. 

September 14—Indianapolis, Ind.—Examiner Disque: 

16854—E. H. Rolf Coal & Supply Co. vs. C. & O. Ry. et al. 
16068—P. Bronstein & Sons vs. Wabash Ry. 
15940—Indiana Coal Merchants Service Bureau, Inc., vs. B. & 0. 


R. R. et al. 


September 14—Washington, D. C.—Examiner Turner: 

Finance No. 3929—Excess income of the Sioux City Terminal Rail- 
way Company. 

September 14—Washington, D. C.—Examiner Brinkley: 

* Valuation No. 507—In re tentative valuation of the property of the 
Shelby County Ry. Co. 

September 14—Detroit, Mich.—Examiner Copenhafer: 

16711—White Star Refining Co. vs. Santa Fe et al. 
17176—Dow Chemical Co, vs. Pere Marquette Ry. Co. et al. 

September 15—Washington, D. C.—Examiner Boles: 

* Finance No. 4980—In the matter of the application of Muscle Shoals, 
Birmingham & Pensacola R. R. Co. for authority to issue stock, 
pursuant to Section 20a of the Interstate Commerce Act. 

* Finance No. 5001—In the matter of the application of the St. Louis- 
San Francisco Ry. Co. for an order under the provisions of para- 
graph (2), Section 5 of the Interstate Commerce Act, authorizing 
it to acquire control of the Muscle Shoals, Birmingham & Pensacola 
R. R. Co. by purchase of stock. 

* Finance No. 5039—In the matter of the application of the Muscle 
Shoals, Birmingham & Pensacola R. R. Co. under the provisi 1 
paragraph (18) of Section 1 of the Interstate Commerce Act for & 
certificate of public convenience and necessity to acquire and 
operate an existing line of railroad. 

September 15—Detroit, Mich.—Examiner Copenhafer: 

16826—Ann Arbor Railroad Company et al. vs. Baltimore & Ohio 
Railroad Company et al. 
September 15—Chicago, Ill.—Examiner Sharp: 
17054—Allaire, Woodward & Company vs. Santa Fe et al. 
September 15—Washington, D. C.—Examiner Hill: 
16748—The M. Hamm Co. vs. B. & O. R. R. et al. 
September 16—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 453—In re tentative valuation of the property of the 
Jackson & Eastern Railway Co. 
September 16—Kansas City, Mo.—Examiner Money: 
15117—Iola Cement Mills Traffic Association et al. vs. Santa Fe et al. 


ae ‘s = Atlas Portland Cement Company (of Kansas) vs. Santa 
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FEDERAL BARGE LINE 


Over a year ago the Federal Barge Line issued the following advice to the shipping public: 


“The Barge Line cannot know in advance the gateways it will be compelled to 
use in the interchange of freight with connections, nor what rail carrier will be pre- 
pared upon demand to supply the cars to complete the transportation you desire. 

“It is therefore impossible to insert in its bills of lading any intermediate routing. 
If you will designate the terminal delivery required at destination, it will be inserted 
and such delivery will unfailingly be made. Prior to arrival at point of discharge, and 
when the car supply has been requisitioned and is assured, the consignee or anyone 
whom you may designate will be promptly notified of the route car will take.” 


Every available avenue of publicity was made use of in the effort to advise the public of this necessary 
requirement. 


We take this opportunity to again bring the matter to the attention of our many patrons who regularly 
read The Traffic World. z. 


The railroad car is a vehicle which can move over any mile of standard gauge track with equal facility. 
Any place where there is a track connection between two railroad lines is a possible point of interchange. Be- 
fore the bill of lading is signed the originating railroad has secured the equipment which will carry the freight 
through to final destination. Under such circumstances there is very little hardship imposed upon the rail« car- 
rier by the legal requirement that it shall insert and respect any routing a shipper may desire. 


With a Barge Line these conditions are reversed. When the Barge Line signs a bill of lading it assumes 
both the obligation to transport and-to find the equipment in which the transportation is to be completed by its 
rail connection. 


The fluctuating conditions of channel and power require the utmost latitude as to the point of interchange. 
Barges loaded to discharge at St. Louis may have to be unloaded at Cairo. Freight routing through Cairo 
may, in order to secure expedition, have to be discharged at Memphis. Freight routed by an individual over a 
certain line not prepared to furnish cars promptly would frequently block the discharge of other freight for 
which cars were available. 


The law, therefore, exempts a water carrier from the impossible obligation of inserting in its bills of 
lading the routing which is specified by the shipper, leaving the water line free to negotiate for car supply, 
switching service and the like, impartially in the interest of all its patrons and to vary its points of inter- 
change and its rail connections from day to day as circumstances require. 


The Barge Line does voluntarily assume the obligation of inserting the terminal delivery required at des- 
tination. Such delivery is unfailingly being made. Some patrons have assumed that this restriction as to 
routing was dictated by mere caprice. The contrary is the fact. It is a character of latitude vital to the . 
successful working of the line and distinctly in the interest of its patrons. 


Your competitors are using the Barge Line increasingly and with growing satisfaction. 
All inquiries are promptly and courteously answered. hae 
You can address the nearest representative or 


Theodore Brent, Traffic Manager, 
Customhouse, New Orleans. 


Chicage Les Angeles, Calif., Mobile, Als., Ban Francisco, Calif., 
68 Stok "Exchange Bldg., 703 Transportatien Bidg., a Wharf, = ieee 8t., T. B. ~~ 
H. E. Ruddiman. ¢ Genera] Agent J. M. Ferd, Commercial Agent . M. Wilsen Commercial Ast. Pacifie Coast Represen e 
Birmingham, Als., Memphis, Tenn., New ie La., St. Leuis, Me., 
$22 Scows-iarn Bidg., 1224 Cotten Exchange Bidg., 20@ Beard ef Trade Annex, ~ Federal i "Reserve Bask, 
N. W. Guieco, General Agent Cc. E. Becker, General Agent J. W. Meeney, General Agent Reilly, General Agent 
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September 16—Washington, D. C.—Examiner Boyden: 
Val. Dkt. No. 467—In re tentative valuation of the property of the 
Hannibal Connecting R. R. Co. 
* September 16—Chicago, Ill.—Examiner Sharp: 

‘Fourth Section App. No. 12704, filed by Agents Jones and Boyd, In 
re rates on plaster and gypsum products, C. L., from Alabaster, 
Grand Rapids, Mich., Centerville, Ft. Dodge, Ia., and Port Clinton, 
Ohio, district points to points in Illinois and Wisconsin. . 

September 16—Washington, D. C.—Examiner Woodrow: 
‘Valuation No. 474—In re tentative valuation of the property of the 
Fairport, Painesville & Eastern R. R. Co. 
September 16—Florence, Ala.—Examiner Cummings: 
6943—Florence Chamber of Commerce vs. L. & N. R. R. 
September 16—Tulsa, Okla.—Examiner Hall: 
'16921—Tulsa Traffic Association et al. vs Santa Fe et al. 
16863—Tulsa Rig, Reel & Manufacturing Co. et al. vs. M.-K.-T. 
R. R. et al. 
September i6—Savannah, Ga.—Examiner Johnson: 
6016—Savannah Traffic Bureau, Inc., vs. Savannah & Atlanta Ry. 
Co. and Chas. EB. Gay Jr., and T. B. Felder, Receivers. 
September 17—Washington, D. C.—Examiner Boles: 
inance No. 4888—In the matter of the application of the New 
Orleans, Texas & Mexico Ry. Co. for authority to acquire con- 
trol of the Sugar Land Ry. Co., Asherton & Guif Ry. Co., and 
the Rio Grande City Ry. Co., by purchase of capital stock. 
Se 17—Chicago, Ill.—Examiner Sharp: 
ourth Section Apps. Nos. 12712 et al., filed by Agent E. B. Boyd 
et al., in re rates on classes and commodities between Chicago, 
Peoria, Cairo, Ill., St. Louis, Mo., and other points in the states 
of Illinois, Indiana, Iowa, Kentucky, Michigan, Missouri and Wis- 
consin on one hand, and St. Paul, Duluth, Minn., and points in 
Michigan, Minnesota and Wisconsin on the other, etc. 


September 17—Washington, D. C.—Examiner Gaddess: 
i. and S. No. 2473—(and first supplemental order)—Brass, bronze 


and copper ingots, pig, scrap and related articles on Official 
Classification territory. 


1. & S. 2473—(2nd supplemental order)—Brass, bronze and copper 


ingots, pig, scrap and related articles in Official Classification 
territory. 


September 17—Jacksonville, Fla.—Examiner Johnson: 
17079—Smith, Richardson & Conroy, Inc., vs. A. C. L. R. R. et al. 
September 17—Tulsa, Okla.—Examiner Hall: 
i. & & No. 2486—Glass and glassware from Ark. and Okla., to 
interstate points. 
September 17—St. Louis, Mo.—Examiner Disque: 
* 17059—Bear State Oil Co. vs. Santa Fe et al. 
* 17102—Milne Lumber Co. vs. C. R. R. of N. J. et al. 
September 18—Tulsa, Okla.—Examiner Hall: 
1. and 8. No. 2461—Switching at Tulsa, Okla. 
Sopeer 18—Grand Rapids, Mich.—Examiner Copenhafer: 
7034 and (Sub, No. 1)—Kalamazoo Vegetable Parchment Co. vs. 
ee 


17206—Kalamazoo Vegetable Parchment Co. vs. C. K. & S. Ry. et al. 

September 18—St. Louis, Mo.—Examiner Disque: 

'@702—Memphis Southwestern Investigation. 

Fourth Section Application No. 12615 et al. 

* No. 10284, Fort Worth Freight Bureau et al. vs. Director General, 
as agent, Abilene & Southern Ry. Co. et al. 

* Fourth Section tee No. 12556 et al., filed by F. A. Leland, 
In re brick to Southwestern territory. 

eptember 19—Washington, D. C.—Examiner Hill: 

- & &. No. 2492—Petroleum from West Virginia to New York and 

Pennsylvania. 

tember 19—Chicago, Ill—Examiner Sharp: 

4096—Carnation Milk Products Company vs. Ahnapee & Western 

Ry. Co. et al. ; 

September 21—Washington, D. C.—Examiner Kephart: 

Valuation No. 428—In re tentative valuation of the property of 
Genesee & Wyoming Railroad Company and Halite & Northern 
Railroad Company. 

September 21—Milwaukee, Wis.—Examiner Sharp: 

6678—The Chamber of Commerce of Beaver Dam, Wis., et al., vs. 
A. C, & Y. Ry. et al. 

September 21—Atlanta, Ga.—Examiner Johnson: 

i. and S. No. 2477—Lumber from Kentucky to Ohio points. 

* Portions Fourth Section Application 1952 filed by L. & N. R. R.— 
In re charge for transportation of lumber and articles taking 
Same rates from Covington, Latonia and Newport, Ky., to Hamil- 
ton, Middletown, Miamisburg and Dayton, Ohio. (To be heard in 
connection with I, & S. 2477, Lumber from Ky. to Ohio pts.). 

ae ear ee he i ee ee Hall: 
59—(an ub. No. outhern Kansas Grain and Grai 
Association vs. C. R, I. & P. Ry. et al. a Se 

September 21—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 311—In re tentative valuation of the roperties of the 
New York, New Haven & Hartford Railroad Conpnnr et al. 

September 21—Washington, D. C.—Examiner Witters: 

7218—Wilson & Co., Inc., of Okla. vs. C. R. I. & P. Ry. et al. 

September 21—Mobile, Ala.—Examiner Cummings: 

“te04a—Lerio Patent ‘Cup Co. et al. vs. Ala., Fla. & Gulf R. R. et al. 

September 21—Chicago, Ill.—Commissioner Eastman: 

* 15879—Eastman Class Rate Investigation. (Further hearing.) 

September 21—St. Louis, Mo.—Examiner Disque: 

“T's or ee Rock Island & Pacific Ry. Co. et al vs. B. & O. 

September 21—Washington, D. C.—Examiner Sweet: 

4104—Interchangeable Mileage Ticket Investigation. 

September 21—Argument at Washington, D. C. 


©. 
Birmingham Traffic Bureau vs. Director General, A. G. S. 
R. R. et al 


Portions ‘Fourth Section Applications Nos. 2057 and 2061, filed 
by J. F. Tucker, agent. 
16505—Alabama Mining Institute vs. Illinois Central R. R. et al. 


New York & Long Branch R. R. Co. as of June 30, 1918. 
Sogtember 22—New Orleans, La.—Examiner Cummings: 
70438—Arth 


ur T. Vanderbilt and Charles G. Wilson, 
Southern Cotton Oil Co., vs. A. C. L. R. R. a oF ame 


September. 22—Argument at Washington, D. C.: 


estern Pine Manufacturers Assn. et al. vs. Director General, 
as agent, Ann Arbor R. R. Co. et al. 
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16206—Ohio Body & Blower Co. vs. The A. C. & Y. Ry. et al, 
a or i Eriksen and F. H. Lundblade et al. vs. Ann Arbor R, Rp 
et al. 
September 23—Washington, D. C.—Examiner Woodrow: 
Valuation No. 493—In re tentative valuation of the property of thy 
Ligonier Valley Railroad Company. 
September 23—Minneapolis, Minn.—Examiner Sharp: 
17088— Page & Hill Company vs. Minn. & International Ry. Co. et a) 
17214—Stott Briquet Company vs. Penn. R. R. et al. 


September 23—Argument at ler a bm. Cs 
1 , 


g9—Coca Cola Co. vs. A. T. . KF. Ry. et al. 
16161 and (Sub. Nos. 1 and 2)—Lone Star Gas Company vs, 4 7 
& S. F. Ry. et al. 


15941—Traffic Bureau of Knoxville et al, vs. A. C. L.R. R. et al 
September 23—Washington, D. C.—Examiner Davis: 

Finance No. 4942—Application of Wabash Ry. Co. for authority to 
acquire control of the Ann Arbor R. R, Co. by purchase of capital 
stock. 

September 23—Pittsburgh, Pa.—Examiner Copenhafer: 

*fe791—Detroit Soda Products Co. et al. vs. The Akron & Barberton 
Belt R. R. Co. et al. 

17036—Kendall ——. Co. vs. A. & V. Ry. et al. Portions Fourth 
Section Application Nos. 702 and 2072. 


September 23—New Orleans, La.—Examiner Cummings: 

Fourth Section App. Nos. 12633 and 12675 (filed by Agent E. B. Boyd 
and Canadian Pacific Railway, respectively)—In re rates on News- 
print paper, C. L., from Port Arthur, Fort William and West 
Fort, Ont., Canada, to New Orleans, La., based on rates from 
International Falls, Minn., etc. 

September 23—Washington, D. C.—Examiner Hill: 

be ag ey renee Paper & Pulp Traffic Assn. et al. vs. Me. Cent, 
R. R. et al. 

September 24—Atlanta, Ga.—Examiner Johnson: 

17097—E. C. Mayo et al. vs. Southern Ry. et al. 

17138—The Virginia Cullulose Company, Inc., vs. Norfolk & West- 
ern Ry. et al. 


September 23—Washington, D. C.—Examiner Boyden: 
Valuation No. 494—In re tentative valuation of the property of the 
Augusta R. R. Co. 
September 24—Washington, D. C.—Examiner Way: 
Valuation No. 468—In re tentative valuation of the property of 
the Cornwall R. R. Co. j 
September 24—Argument at Washington, D. C.: ' 
15395—Live Poultry & Dairy Shippers Traffic Association vs. Abilene 
& Southern Ry. et al. 
September 24—New Orleans, La.—Examiner Cummings: 
17040—Edward Hines Yellow Pine Co. et al. vs. A. C. & Y. Ry. et al. 
‘16830—Lumberton Broom & Mop Handle Factory vs. G. & LS. RR 


et al. 
wt 4 et « Broom & Mop Handle Factory vs. N. 0. & N. B. 
. Re a 


September 24—Pittsburgh, Pa.—Examiner Copenhafer: 
17148—J. Needy & Co. et al. vs. Baltimore & Ohio R. R. 

‘ 17058 and Sub. No. 1—The Globe Brick Company vs. The Penn. R. R. 

September 25—Atlanta, Ga.—Examiner Johnson: 

‘Te S. No. 2467—Sewer pipe from Atlanta, Ga., group points to 

Alabama and Florida, 

September 25—Washington, D. C.—Examiner Hill: 
17135—Clinchfield Coal Corp. vs. C. C. & O. Ry. et al. 
17136—Clinchfield Coal Corp. vs. C. C. C. & O. Ry. et al. 


September 25—Pittsburgh, Pa.—Examiner Copenhafer: 

16944 and (Sub. No. 1)—Armstrong Cork Co. vs. Penn. R. R. et al. 

Septeusher 25-26—Argument at Washington, D. C.: 

— om No. 1)—Prairie Pipe Line Co. vs. Ark. Western Ry. 
o. et al. 
15716—Cosden Oil & Gas Co. vs. Santa Fe et al. 

' 15688—Prairie Fipe Line Co. vs. Santa Fe et al. 

' 15496—The Carter Oil Co. vs. Santa Fe et al. 
15400—Bradford Rig & Reel Co. et al. vs. Santa Fe et al. 
15592—Phillips Petroleum Co. vs. Santa Fe et al. 

15781—Fred M. Lege, Jr. vs. Chicago, Rock Island & Gulf Ry. et al. 

wer ene Carter Oil Co. vs. Chicago, Rock Island & Pacific Ry. 
et al. 


September 26—Chicago.—Examiner Sharp: 

10891—O. E. Burns and F, R. Knapp, trading as Burns & Knapp 
Lumber Company vs. Big Sandy Kentucky River Ry., Director 
General, et al. (Further hearing to permit complainants to offer 
proof of damage.) 


September 26—New Orleans, La.—Examiner Cummings: 
Il. and S. No. 2479—Lumber and forest products between Southern 
points to destinations in Virginia. - 
‘16383—Adams-Bank Lumber Co., et al. vs. A. & R. R. R. et :. 
* |, & S. No. 2479 (ist supplemental order)—Lumber and forest prod 
ucts between Southern points and destinations in Virginia. 


September 28—Chicago, Ill.—Examiner Sharp: ti 
1. & S. No. 2493—Grain and grain products from C. F. A. points 0 
Aurora, Garrettsville, Mantua and Solon, Ohio. 


September 28—Washington, D. C.—Examiner Brinkley: the 
Val. Dkt. No. 466—In re tentative valuation of the property of 
Detroit & Toledo Shore Line R. R. Co. 


September 28—Chattanooga, Tenn.—Examiner Johnson: RR 
6479 and Sub. No. 1—Southern Sewer Pipe Works vs. L. & N. snark 
1. and S. No. 2446—Wagon parts, Chattanooga, Tenn., to Sou 
destinations. 


September 28—Washington, D, C.—Examiner Kelley: ¢ the 
Val. Dkt. No. 390—In re tentative valuation of the property 0 
Nesquehoning Valley Railroad Company. ¢ the 
i a ang acer. Mg Ss Pama of the property 0 
y ore Connecting Railroa lompany. i 
Val. Dkt. No. 392—In re tentative valuation of the Allentown Ter 
minal Railroad Company. ¢ the 
Val. Dkt. No. 401—In re tentative valuation of the properties © 
Central Railroad Company of New Jersey et al. ¢ the 
Val. Dkt. No. 417—In re tentative valuation of the property ° 
September 28—Argument at Washington, D. C.: 
15225—Board of Railroad Commissioners of the State of Iowa vs. 
. R. R. of N. J._et al. w. T.L 
1. & S. No. 2317—Coal from Niagara Frontier to points in W. *- 
Territory. 


September 28—Pittsburgh, Pa.—Examiner Copenhafer: 
* 14960—Freehold Lumber Co. vs. C. & O. Ry. et al. 
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Consolidated Digest of Decisions 


Under the Interstate Commerce Act 
1887—~—1924 | 


By H. C. LUST 


The Creator of Classified Traffic Law and 
Author “Digests of Decisions Under the Interstate Commerce Act,” 
“The Law of Loss and Damage Claims,” Ete. 








All the decisions of the Courts and Commission from the earliest 
period practically to date. 


Complete in two volumes. Indestructibly bound in finest buckram, 
sewed over tapes. $12.50 per volume. 


These two volumes contain all the decisions in the original Lust Digests 
in seven volumes, which is in such widespread use, selling for $75.00. 
In addition it contains the decisions from 1887-1908, which the original 
set does not contain. 


Traffic men who have heretofore hesitated because of the expense, 
can now obtain a complete traffic library at a nominal expense. A new 
system of digesting invented by Mr. Lust gives you this opportunity. 


These books have been personally prepared by H.C. Lust, one of the 
pioneer commerce counsel of the country and author of many traffic law 
books, standard wherever a railroad runs. 


The decisions are so arranged as to give both the development of the 
law and the leading cases at a glance. In originating this easy method 
of quickly ascertaining your rights, Mr. Lust has brought to bear not 
only his experience of twenty years as one of the leading commerce 
attorneys of the country, chief counsel in many of the great rate cases 
where far-reaching precedents have been established, but an intimate and 
detailed knowledge of every decision of the Commission, and in innu- 
merable cases the record itself. 


We confidently state it will enable you to almost instantaneously 
solve every traffic problem. 


Complete in two volumes, bound in finest buckram, sewed over tapes. 


1250 pages in each volume, including indexes to commodities, localities, 
and cases. 
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Sept. 28—Wasington, D. C.—Examiner Law: 
Finance f 3702, Excess income of the Detroit & Toledo Shore Line 
R. R. Co. 
September 28—Kansas City, Mo.—Examiner Disque: 
1 & 


S. No. 2453—Rice from Arkansas, Louisiana and Texas to 
Western Trunk Line and Central territories. 


September 29—Washington, D. C.—Examiner Boyden: 
Valuation No. 504—In re tentative valuation of the properties of 
the Oklahoma, New Mexico & Pacific Ry. Co., and The Ringling 
& Oil Fields Ry. Co. 


September 29—New Orleans, La.—Examiner Cummings: 
1. and S. No. 2478—Various commodities from New Orleans, La., 
group to Texas points. 


September 29—Pittsburgh, Pa.—Examiner Copenhafer: 
12420—Carnegie Steel Co. vs. Director-General, as agent, 
R. R. et al. 


September 29—Argument at Washington, D. C.: 
16022—Arkansas Jobbers & Manufacturers Assn. vs. A. T. & S. F. 
Ry. et al. 
15363—M. W. Warren Coke Co. vs. Santa Fe et al. 
Finance No. 4508—Proposed operation of line by Pennsylvania R. R. 
and Pennsylvania, Ohio & Detroit R. R. 
September 30—Chicago, Ill.—Examiner Sharp: 
* 1. & S. No. 2497—Storage in transit on Import Traffic. 
September 30—New Orleans, La.—Examiner Cummings: 
‘l. & S. No. 2481 (ist supplemental order)—Petroleum from Arkan- 
sas to Louisiana and Texas. 
September 30—Kansas City, Mo.—Examiner Disque: 
‘i ok Robinson Milling Co. et al. vs. Abilene & Southern Ry. 
o. et al. 
September 30—New Orleans, La.—Examiner Cummings: 
~~ S. No. 2481—Petroleum from Arkansas to Louisiana and 
exas. 
September 30—Washington, D. C.—Examiner Hill: 
14012—Sewell Valley R. R. vs. C. & O. Ry. 
September 30—Argument at Washington, D. C.: 
6112—Ogden Grain Exchange vs. Abilene & Southern Ry. et al. 
oe 30—Pittsburgh, Pa.—Examiner Copenhafer: 
7050—Andrews Bros. Co., Inc., et al., vs. Penn. R. R. 


Penn. 


+ ae “wy 1—Chicago, Ill.—Examiner Sharp: 


& S. No. 2496—Express rates on fruits and vegetables between 
Mountain-Pacific and Eastern territories. 


oeeier 1—New Orleans, La.—Examiner Cummings: 


S. No. 2488—Rice, carloads, from New Orleans, La., to Bowling 
Green, Ky. 


* Portions Fourth Section Application No. 1952 filed by Louisville 
& Nashville R. R.—In re charge for transportation of rice, car- 
loads, from New Orleans, La., to Bowling Breen, Ky. (To be 
heard in connection with I. & S. No. 2488.). 
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October 1—Washington, D. C.—Examiner Woodrow: 
Val. Dkt. No. 451—In re tentative valuation of the property of Ches. 
wick & Harmar Railroad Company. 


October 1—Kansas City, Mo.—Examiner Disque: 
17089 and Sub. No. 1—Hale-Halsell Co. vs. M.-K.-T. R. R. et al. 
October 1—Big Stone Gap, Va.—Examiner Johnson: 
1. & S, No. 2468—Brick and clay products from Big Stone Gap, Va, 
to Kentucky and Ohio and Mississippi River crossings. 


October 1—Argument at Washington, D. C.: 

Finance No. 4353—Application of the Boston & Maine Railroad fo; 
certificate permitting abandonment of portions of its so-calleq 
Lowell & Lawrence and Salem & Lowell Branches, and a con. 
necting track between said portions. 

Finance No. 4477—Application of Boston & Maine Railroad for 
—_- permitting abandonment of its so-called Newburyport 

ranc 

Finance No. 4590—Application of Boston & Maine Railroad for 
certificate permitting the abandonment of its so-called South 
Reading Branch. 

Finance No. 4591—Application of Boston & Maine Railroad for 


certificate permitting the abandonment of a portion of its go. 
called Lawrence Branch. 


October 2—Kansas City, Mo.—Examiner Disque: 
17123—Benson Bros. Lumber Co. et al. vs. Santa Fe et al. 


October 2—Argument at Washington, D. C.: 
Finance No. 4475—Application Boston & Maine Railroad to abandon 


its North Weare & Manchester and Milford branches in Hillsboro 
and Merrimack Counties, N. H. 


Finance No. 4476—Application Boston & Maine Railroad to abandon 
operation of the New Boston Railroad in Hillsboro County, N. H. 
Finance No. 4549—Application Boston & Maine Railroad to abandon 
its Bethlehem Branch in Grafton County, N. 


H. 
Finance No. 4550—Application Boston & Maine Railroad to abandon 
its Belmont Branch in Belknap County, N. H. 


Finance No. 4551—Application Boston & Maine to abandon operation 
of Petersborough R. R. in Hillsboro Co., N. H. 

Finance No. 4552—Application Boston & Maine Railroad to abandon 
its Keene Branch in Hillsboro and Cheshire Counties, N. H. 


October 3—Kansas City, Mo.—Examiner Disque: 
% Ss 462—Grain 


» No. 2 and grain products from Des Moines, Ia., to 
Arkansas and Oklahoma. 


GUARANTY AND DEFICIT CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
ury that $2,621.92 is the amount necessary to make good to the 
Belington & Northern of West Virginia the guaranty under sec- 
tion 209 of the transportation act. It has certified that $1,709.55 
is the amount due the Delaware Valley of Pennsylvania under 
section 204 of the transportation act. 
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THE TRAFFIC SERVICE CORPORATION Trans-Continental Freight Co. 


Pep scenc ead : CHICAGO General Offices: 7 South Dearborn St., Chicago 
Phone, Main 3940 "aati eae Eastern Offices: Woolworth Bldg., New York City 


BRANCH OFFICES 
Detroit, Mich. Cleveland, Ohio 


Los Angeles, Cal. Cincinnati, Ohio 

San Francisco, Cal. Salt Lake City, Utah 

Portland, Ore. Omaha, Neb. 

Seattle, Wash. Kansas City, Mo. 

Denver, Colo. St. Paul, Minn. 

Boston, Mass. Minneapolis, Minn. 

Philadelphia, Pa. St. Louis, Mo. 
Buffalo, N. Y. A 


Export and Domestic 
Freight Forwarders 


I || i 
*©se:2200 RMR mL LN orm ES 
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SPEED UP DELIVERIES 







Fast Freight Service Between Each of the Towns 
and Cities Shown on the Above Map 


QUICK DELIVERIES 
ELECTRIC RAILWAYS 


MEAN MORE SALES FOR YOU 













For complete information write 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 








lo. 11 


September 12, 1925 
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AKRON, OHIO—The Kniekerboeker Warchouse 
& Storage Co., 36 

ALBANY, N. Y.—Albany vegtent & Security 
Warehouse Co. | Dea 

ATUARTA. GA Merchants & Manufacturers 

TA, Soa ithe seltnsrwerth Wareh 

aucus —The arehouses, 
556 Walker St. 

BALTINORS. MD.—Baltimore Fidelity Ware- 

se Co., 834 North 

BANGOR, ME.—MoLaughiia Warehouse Co., 45 

BIRMINGHAM, ALA,—Warrant Warehouse Co., 
3500 Avenue “‘A.” 


BOSTON MASS.—dul Market ons Storage 
& Warehouw ~«" Atiantic A 


we N. a ge Storage = Carting 
BURLINGTON, *TOWA—Mercer Transfer & 
Storag e Co., Osborn & Center Sts. 


ea E, MONT —Jones Storage & Transfer Co., 
n 
CHARLESTON, 8. Ss. 6.—C = etiane Warehouse & 
Forwarding Co., 16 Hasell St. 
CHATTANOOGA, TENN Chats Ware 
se & Cold Storage Co., 1208 King St. 
CHICAGO, iLL —Griawold & Walker, and 1525 
ewberry 
CINGINNATH, OH1IO—The Wallace Transfer & 
Forwa g@ Co., 222 E. Front St. 
CLEVELAND. OHIO—The General Storage Co., 
Orange Avenue Terminal 
COLUMBUS, —— Merchandise Storage 
DALLAS TExAS—The Dallas Transfer & Ter- 
minal W: 2e@ Co., Sante Fe Bidg. 
DAVENPORT, 1OWA—Ewert 4.  aaoead Express 
& Storage Co., 320 E. 4th S' 
DAYTON. | OW10—The Union , Co., 101 
= COLO.—Weleker Transfer & Storage 
DES MOINES, 10WA—Merchants Transfer & 
rage Sth & Mulberry 
oar agtiGH —Mershants Warehouse Co., 
EL PASO, TEXAS—Southwestern Warehouse 
ELMIRA, ~ y ye Rice Storage Co 
— orae 
tlon, 607 Rallrend Ave. ~ 
ERIE, PA “he Union Storage Co. of Erle 
FAnSS, N. omen Transfer Co., 
rthern Pacifie 
Font egoee 10WA~Brady Transfer & Stor- 
& Central Ave. 
FORT. WAYHE: 7 Columba, Storage Ware- 


jouse bl 
FORT Wonth TEX.—Fort reh 
Ls 4% ort Worth — ouse 


201 South Calhou 
FRESNO, CALIF. —State Cen *. Warehouse & 
Co., 747 “R” Si 
a yy TEXAS—Wliey & Nicholis Co., 
GRAND RAPIDS, MICH.—Kent Storage Co., 
59 Front Ave. 
oo BAY. WIS.—Green transfer & 
» 212 South Washingten St. 
HARRISBURG, PA.—Montgomery & Co., 25 
South St. 
nARTTSRS. 


1 CONN.—Hartford Despatch & 
HOUSTON, “TEX -—The 
Cedar § 


Co., 249 Asylum St. 
Tom. Warehouse Co., 
HUNTINGTON W. VA.—Maler Sales & Storage 
‘Seventh Ave. 
INDIANAPOLIS, Leb oie Warehouse Co., 


Cap! 
ay ae 2 FLA.—Uni 
house Cone Quien ate Terminal Ware- 


Vij, —— 
f American Chain of Warehouses, Ine 


THE TRAFFIC WORLD 





——— 


ESTABLISHED 1918 


-MEMBERS-— 


RAL ABAseS, Rick. -—National Storage Co., 
KANSAS CITY, MO.—Adams Transfer & Stor- 
KNOXVILLE, TENN.—-Knoxvlile Fireproof Stor- 
LEXINGTON a2 Union Transfer & Storage 
LITTLE ROCK, cae Terminal Warehouse Co., 
Los, ANGELES GASAP —Uaton Terminal Ware- 


531 Terminal 



















SHIPPERS 


Ninety Warehouses 
offer your Sales and 
Traffic Departments 
Modern Facilities for 
your Storage Stocks 
and Experienced 
Organizations for the 
Handling and Dis- 
tribution of your 
Merchandise. 





American Chain of 
Warehouses serve all 
territories. 





Call upon our nearest 
Representative for further 
information regarding 
facilities in any city. 


LOUISVILLE, KY.—Loulsville Public Warehouse 
rook & Mal 


LYNCHBURG, | “VA—Lynchbors Storage Co., 

iy TENN -—Patterson Transfer Co., 24 

mie resaee WIS.—Hansen Storage Co., 120 

MINNEAPOLIS, MINN.—Security Warehouse 
Co., 334 North ist 


MOBILE, ALA.—Warrant Warehouse Co., Water 
& Lipscombe Sts. 


_—_———, aoe 
a 





TT 


NASHVILLE, TENN.—E. M. Bond Fireproof 
Storage » 1609 Broadway. 

NEW BEDFORD, MASS.—New Bodford Stor- 
age Warehouse Co., 152 Front St. 

saat | ORL EARS. woe Warehouse Co., 


td., t. 
NEW YORK CITY—F. C. Linde Co., 23 Variek St. 
Le ~ sua Warehouses, iIno., 415 Green- 


OKLAHOMA CITY, a. K. Transfer & 
OMAHA, bok pare Omaha Van & Storage, 
PEORIA, ILL.—Federal Warehouse Co., 800 
South Adams St. 
PETERSBURG. VA.—Southern Bonded Ware- 
hou: South Market St. 
PHILADELPHIA, PA.—Merchants Warehouse 
Co., Chestnut S 
PORTLAND, MAINE—Galt Block Warehouse 
30 Commereial St. 
PORTLAND, ORE.—Holman Transfer Co., 8-12 
ron 
PREVIDENSE, & 1.—The Cole Teaming Ware- 
= Exchange St. 
RALEIGH .% Garang Storage & Dis- 
108 W. Lane St. 
ROCK ISLAND.” ILL.—Rock istand Transfer & 
—_ ANTONIO. ‘TEX. Seobay FI f St 
° = reproo' ‘ore 
ge Co., North Medina St. . 
SAN “FRANCISCO, CALIF.—The Haslett Ware- 
se Co., 60 California St. 
SAVANNAN, "GA. ; —x x Bonded Warehou 
& Transfer Co., Bay St. Extension a Canal. 
SCRANTON, eras —— Sousubans Warehouse 
ge 
SEATTLE mB 47 —E Storage & Distribut- 
ve. 
Sioux CITY, 1OWA- Bekins Van & Storage 
SPRINGFIELD, MASS.—Eastern States Ware- 
house & Cold Storage Co., 385 Libe 
ST. TOSEPH, MO penn Warehouses ‘of St. 
Joseph, Ine., Packers Ave. 
8T. LOUIS, Mo.—MePheeters Warehouse Co., 
1104 North 


Levee. 
8ST. PAUL, — —Security Warehouse Co. 
svRAcUss N. Loy Storage Warehouse 


Co., T 
TERRE maure, fy , --ecced Terminal 


rp. 
TEXARKANA, ARK.—Hunter Transfer Co., 319 , 


ro 

TOLEDO, OHIO—D thal Truck & Stora 

08 Su mmit St. “a 

TULSA, OKLA.—Tulsa Storage & Transfer Co., 
8 No. Cheyenne St. 


VANCOUVER, B. C.—Vanecouver Warehouses, 


VICTORIA, TEXAS.—Vlotorta Compress & 
Warehou N st. 

= TEXAS —Weatherred 1 Transfer & Stor- 

WASHINGTON, D. C.—Merehants Transfer & 
Stora ° E St. N. W. 

WHEELING. W. VA.—Union 
Storage Co., Main, South & 

WICHITA, KAN.—Brokers Ly & Warehouse 

Co., 143 No. Rock Island Ave. 

WICHITA oman TEX.—T ~— Martin Trans- 
fer, Storage & Forwarding Co., 1507 Lamar 

witminerom. Mw. C.—W. B. Thorpe & Co., 

Water & Ann 

WINNIPEG, CANADA—Boulton’s Storage, 230 

Princess St. 


vounsereaS OH10—The Fisher-Gilder Cart- 
ge & Storage Co., 574 Mahoning Ave. 


Warehouse & 
16th. 


| STORAGE - MERCHANDISE - DISTRIBUTION 


1925 Directory, with Full Information Regarding Facilities 
of Each Member, Available Upon Request 


0. V. HUKILL, Eastern Representative 


415 Greenwich Street 
New York City 


Phone Walker 4600 





P. F. CASSIDY, Western Representative 
203 S. Dearborn St., Room 905 
Phone Harrison 3300 


Chicago, I 
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A Dependable Railway 


SPEED—During the past year the Great Northern Railway has expended over 


twenty million dollars in the maintainance and improvement of their right of 
way and other millions were spent in adding new giant locomotives, the 
largest of their class ever built, and new rolling stock so that this railroad 
could give more rapid service than ever between St. Paul-Minneapolis 
and the cities of the Pacific Northwest. 


SAFETY—A good part of this money was spent for new heavy 130 pound steel rails 


which were laid wherever extra strength was needed—for the erection of 
heavy steel and concrete trestles on the main line—for the latest light type 
automatic block signals—and for every type of equipment and safety appli- 
ance that would help make this the safest line in the Northwest. 


SERVICE—Five daily through Fast Freight Trains hauled by giant new oil-burning 





locomotives—through Merchandise Cars without transfer from Chicago, St. 
Louis, St. Paul, Minneapolis, Minnesota Transfer, Duluth and Superior to all 
important points in the Northwest—connection with steamship lines to all 
points on the Pacific Coast and the Orient—and a trained personnel of 
traffic experts provide exceptional service for any and every line of business. 


Call on or telephone any Great Northern representative. 
He will be glad to furnish you with information regard- 
ing any phase of freight shipments—or write 


ST. PAUL, MINN. 
G. H. Smitton, Freight Traffic Manager 
A. J. DICKINSON 


Passenger Traffic Manager 


HELENA, MONT. SEATTLE, WASH. 
L. B. Woods, Assistant General M. J. Costello 
Freight and Passenger Agent 


Route of the New Oriental Limited 


Finest Train to the Pacific Northwest--No Extra Fare 


























Western Traffic Manager 


Great Northern Railway 
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Take the Shortest Cut 
to Your. Consuming Markets 


WE BRIDGE THE GAP 


THE U. S. DEPARTMENT OF 
COMMERCE 
advocates the use of merchandise 
warehouses with rail connections 
as a priniary step to the elimina- 
tion of waste in distribution. 


HE Pennsylvania Railroad System invites you to 

take advantage of the facilities which it offers for 
storage and distribution through the warehouses that 
it provides at strategic centers. 


These warehousing facilities will help to eliminate 
waste in your distribution process, saving you time and Seemann ETT 
real money. They will furnish you with a prompt and ne ane a 
efficient representation in your markets in ways which : , 
probably have not occurred to you. 


Write to any of the warehouses mentioned, and prompt 
and concise answers will be made to your inquiries. 


Whenever possible, consignments in care of these 
warehouses should be routed over the lines of the 
Pennsylvania Railroad System. 


ni x 





(* BUFFALO 


@Elr 


f°) HARRISBURG 
fe PHILADELPHIA 


BALTIMORE & 


aennsy LVAKy, 
RAILROAD 
SYSTEM 








Western Warehousing Co., Chicago, Ill. Pennsylvania Terminal Warehouse Co., St. Louis, Mo. 
Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal. Philadelphia, Pa. 

Keystone Warehouse Co., Buffalo, N. Y. 
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SOUTHERN PACIFIC LINES 
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Phoenix, capital of Arizona, lies in the Southern Pacific is now engaged in new ie z 
heart of the 300,000 acre Salt River Valley construction in Arizona which will put 
. where desert soil, irrigated with the waters Phoenix on the main line and open for de- 
| from Roosevelt Dam, produces abundant velopment a vast expanse of irrigable terri- @ ® 
crops during twelve months of the year. The tory. The city has a population of 42,500. wo mm 
3 region is rapidly developing as one of the It has six banks whose total deposits were Bi $F 
Ou world’s richest gardens. $25,583,411 and resources $28,596,342 in 1924. oo an 
Ss 3§ Building permits issued last year were valued Es #s 
a 43 The agricultural revenue of Maricopa at $1,907,162, a very high building expendi- Fc 2 
mid ga County, which includes the Salt River Valley ture for cities of its class. at 
> _ and Phoenix, was $32,192,363 in 1924. In With its many parks, homes and colorful Hl 
1920 the county ranked twelfth in value of sky and landscapes Phoenix is one of the + 
crops among the fifty leading counties of the most beautiful cities in America. It is the 
nation. There are 8,000 verdant farms within part-time home of easterners who avoid the @® ®@ 
¥ a radius of 30 miles of Phoenix. Alfalfa, rigors of winter and there find comfortable wot P 
s cotton, cantaloupe, grain, lettuce, berries, outdoor life. The mean annual temperature ons 
x8 3 livestock and dairy products are grown in is 69.5 degrees. a2 2 
the valley. : 3 he Fr 
Be 3 It is one of the points of departure for 5 en 
Zz . . . 
3 ga In 1924 there was taken from the Phoenix the historic Apache Trail and the great e Fg 
Es mining district $98,216,000 in gold, silver, Roosevelt and Mormon Flat dams. 8 DK 
a & copper and lead ore. This region contains Roger Babson said, “Phoenix with the 2 
® @ the largest unbroken pine forest in the Salt River Valley is one of the gold spots 
country. of America.” 
: ; g 
y For information : m 
J 7 3 
: ® Address ‘‘General Agent, Southern Pacific Lines”’ ® EY a 
: —The Postman Knows Him Hc oo 
<0 a la ya 
Bes ae 
gas > 
<4 z 
® ® $ 
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